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Railway Gross Revenue for 1946 
HE traffic receipts of the four main-line railway companies 
rices, and the London Passenger Transport Board for the four 
cent. ‘ weeks ended December 29, 1946, showed a total decline of 
— & £775,000 or 2°9 per cent. at £24,879,000. Although coal and 
rae ; | A Journal of Management, Engineering and Operation coke receipts improved by £299,000 to £3,627,000, there was a 
ER Bf ype civic Tower ty SONG sak te Genminnees. selblo, We ia 
. if Dp. . ‘ ce ‘ s ower by £820.000, and in chandise receipts, a 
Ahn @ : Hl Railway Engineer TRANSPORT The Luiltoan Yetop £7,130,000 were down by £234,000. The figures in respect of 
inary > CheRailwayTines - Herapath's «RAILWAY RECORD the four weeks, and also for the 52 weeks of the year, compared 
re- i Railway a : with the similar periods of 1945, are summarised in the tables 
/ and FRAILWAYS . estasusuy ere ° pst OFLC given below: - 
ined FOUR WEEKS ENDED DECEMBER 29, 1946 
iS at . PUBLISHED EveRY FRidAY pon pod £000 yg gan 
1 in ae Passengers ... 14,122 14,942 820 5°5 
rt Oe a a es es 
ia 33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 : ; 
for —— Total 24,879 25,634 755 -2-9 
ym- Telegraphic Address: ‘* TRAZETTE PARL., Lonpon AGGREGATE FOR THE FIFTY-TWO WEEKS OF THE YEAR 
\vres Telephone No.: WHITEHALL 9233 (12 lines) 1946 1945 - or Per cent. 
PCC BE Passengers .. 201.046 209.480 3434 4-0 
oTe- Annual subscription payable in advance and postage free Merchandise 104,292 120,817 16,525 13-7 
the Beitioh Isles and Abroad. ...ccccccvcccscenscess £2 5s. Od. Coal and coke 50,159 48,113 2,046 4-3 
ee rio Copies ... : co ccc ecerececeseeeeeseesoese One Shilling Total 355.497 378,410 22,913 6-0 : 
| the Registered at the General Post Office, London, as a Newspaper Of greater interest than the week’s figures, however. is the 
vhile total for the year 1946, for the recent return of traffic receipts 
the covers all but two days of the year. Total traffic receipts, 
eng- VoL. 86 No, 3 FRIDAY, JANUARY 17, 1947 notwithstanding the increase in rates and charges from July 1 
ben- of last year, have declined by no less than 6 per cent. or 
— approximately £23,000,000. 
cent CONTENTS - 4 
ben- cee ie PAGI Implications of the Fall in Revenue 
for Editorial Notes Fe 61 : , ‘ er 
i Transport Bill and Railway Hotels 63 In the absence of any figures relating to expenditure, it is 
45, Railways and the State 63 impossible to evaluate the gross traffic receipts in terms of net 
ued Railway Staff Training Colleges 64 revenue, but it seems clear that, as for 1945 the net pool 
aulo G.W.R. Plant Demonstration Train 64 revenue was £62,547,000, a fall in gross traffic receipts, even if 
onal Coal Firing for Gas Turbines 65 there had been no advance in costs. would bring the net 
eng- Kenya & Uganda Railways & Harbours 65 revenue some £4,000,000 below the guaranteed fixed annual 
Letters to the Editor 66 sums, totalling £43,469,000, payable by the Government to the 
The Scrap Heap Bae a ss a x 67 controlled undertakings. On the other hand, it is obvious 
Overseas Railway Affairs—South Africa, Rhodesia, a ety : wattat % ; Sone : 
india. Chine. Canada. United States. Areentine. that there has been a very substantial increase in costs during 
Egypt ... i th if ii 68 the past 12 months, and, therefore, there can be little doubt 
The Transhipment of Goods Train Traffic 10 that the deficit which has to be met by the Government is 
>: The Coal-Fired Gas Turbine Locomotive 71 considerably more than this amount. It is all the more 
Sf G.W.R. Plant Demonstration Train . 73 strange, therefore, that, as was pointed out in our last week’s 
SN Ambulance Van for the Victorian Railways 76 issue. although the Minister of Transport accepted the majority 
New Streamline Trains in U.S.A. 77 of the recommeadations of the Charges Consultative Com- 
10 ontgge SO pi mittee relating to higher L.P.T.B. fares, no date for implement- 
7 bitaliece of Transport : yon ee Report 81 ing that decision has yet been announced, and, so far as the 
oo Southern Railway Staff Training College 84 main-line companies are concerned. the Comansttes's pots 
2 Staggered Hours in Central London 84 mendations to the Minister, which were based on a public 
He The Transport Bill: Correspondence 85 hearing lasting 25 days, have not yet been published, nor has 
9! Notes and News ; 86 any indication been given as to what the Minister’s decision 
5 Official Notices . 87 may be. 
: Stock Market and Table 88 * * * * 
tk Mr. A. L. Castleman 
- A family connection with transvort extending over 100 years 
65 . has been severed by the retirement of Mr. A. L. Castleman 
; Now ready Price 5s. fom the position of District Goods Manager (London), London 
= Midland & Scottish Railway. Mr. Castleman entered the ser- 
3/9 ] vice of the old London & North Western Railway at Camden 
50. IMPROVING LONDON S TRANSPORT Goods Station in the first year of the present century, and his 
Puy father was a former London District Goods Manager of that 
38 A publication of The Railway Gazette describing the railway. His uncle, Mr. Charles Castleman, was Chairman 
oy new works schemes of the L.P.T.B., the L.N.E.R., and Of the London & South Western Railway from 1873 to 1874. 
— sn eas The present Mr. Castleman’s grandfather was associated with 
: the G.W.R. the transport industry in the old stage-coach days, when he 
is entered the service of Chaplin & Horne. This family tradition 
With a foreword by of transport service. coupled with his own enthusiasm and 
12} The Rt. Hon. Lord Ashfield of —— enterprise, and, not least, his likeable personality, have done 
% ‘ ie ; : much to assure his success in the many facets of railway goods 
681 ; : traffic with which he has been associated. Mr. J. F. E. Pye, 
70 62 diagrams and maps, 97 photographs, and folding plate Chairman of the Road Panel of the Metropolitan Regional 
a Committee, in a letter published in our last week’s issue. paid 
sn ; THE R A ILW A b G A Z. E TT E __etribute to the good work which Mr. Castleman’s patience, tact, 
and charm of manner have accomplished in matters related to 
33, TOTHILL STREET, WESTMINSTER, S.W.1. the Metropolitan Road-Rail Conference. 
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Overseas Railway Traffics 

The week ended December 28, 1946, marked the half-year 
for the British-owned Argentine railways, and the aggregate 
increases in pesos shown by the Buenos Ayres & Pacific and 
Buenos Ayres Western were ahead of the corresponding figures 
a year ago. On the Buenos Ayres & Pacific the improvement of 
ps. 3,051,000 compares with ps. 2,806,000, while the Buenos 
Ayres Western increase of ps. 1,730,000 is ps. 148,000 above 
that recorded a year ago. The B.A.G.S. aggregate increase of 
ps. 3,617,000, on the other hand, compares with ps. 6,362,000 
last year, and the improvement of ps. 2.709.447 in Central 
Argentine aggregate traffics compares with ps. 5,427,300 for 
the first 26 weeks of 1944-45. Argentina North-Eastern results 
for the 26 weeks showed an aggregate increase of ps. 367,500, 
as against ps. 132,900 last year, but the Entre Rios increase 
of ps. 170,000 compares with ps. 765.300 for the first half of 


1944-45, Great Western of Brazil receipts for the 52 weeks to 
December 28 showed an increase of £220,900 on 1945, with 
aggregate traffics of £1,585.200. Some results for the 27th 
week of the current financial year are compared below: 

No.of Weekly Inc.or Aggregate Inc.or 

week traffic dec traffic dec. 
Buenos Ayres & Pacific* oie oe 1,962 610 60,156 2,441 
Buenos Ayres Great Southern* 27 3,536 127 90,546 3,744 
Buenos Ayres Western* ae | 1,250 132 33,521 + 1,598 
Central Argentine* ae 27 3,311 14 85,152 2,723 

£ £ £ £ 

Canadian Pacific .. ee os l 1,008,250 109,000 1,008,250 — 109,000 


* Traffic returns in thousands of pesos 
For the first week of 1947, C.P.R. traffics showed a decrease 
of £109,000, comparing with a decline of £13,500 recorded in 
the first week of 1946. 


* * * * 


Transhipment of Goods Train Traffic 

Of the problems associated with freight transport by rail, 
probably none has received more continuous thought than that 
of transhipment, and in his paper on this subject to the Insti- 
tute of Transport on January 13, Mr. David Blee, Chief Goods 
Manager, G.W.R., touches on the salient points and develops 
in particular those features which appear to him the most likely 
to lead to progress in the future. The three 
by which transhipment operations must be 


broad criteria 
judged, are that 
the necessity for transhipment exists, that the methods employed 
shall contribute to a higher standard of efficiency of trans- 
port, and that the results are achieved with the utmost economy 
comparable with efficiency. This last factor alone must impel 
a fresh study of the problem with a view to elimination of 
transhipment to the greatest possible extent. In his paper, an 
abstract of which appears on another page, Mr. Blee develops 
at some length the problem of “smalls” traffic, based on 
G.W.R. experience, and shows how this problem forms an 
integral part of a general study of goods station working and 
design. He envisages a substantial development of container 
loadings in the future, and considers it not improbable that 
provision will have to be made for specially designed con- 
tainer yards. 
> . * * 


Railways in the Burma Campaign 

The recently-published official report of South-East Asia 
Command* forms an intensely interesting historical record 
of the Burma campaign. Various sections of the Burma Rail- 
ways were vital lines of communication, both during the 
retreat from, and in the re-capture of, Burma. The critical 
Battle of Sittang, as a result of which we lost Rangoon and 
Lower Burma, hinged mainly on the great railway bridge 
over the river of that name. After it had been decked by 
the sappers to enable British and Indian forces and their 
transport to retreat across it, the bridge had to be blown with 
two-thirds of our forces still on the east or wrong side of the 
river. The principal objective of Wingate’s Chindit operations 
was the demolition of the Mandalay-Myitkyina section, the 
lifeline of the Japanese in northern Burma and far in rear of 
their iines. During our advance back into Burma, locomotives. 


rolling stock, and over 2.500 tons of repair materials for 
operating the recaptured Burma Railways were either flown 
or carried 300 miles by mountain road from Dimapur, on the 


***The Campaign in Burma: The Official Report of South-East Asia 
Price 2s 


Command.”’ Published by H.M. Stationery Office. Fully illustrated. 
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Bengal-Assam Railway. Three MacArthur locomotives, each 
weighing over 70 tons, were sent by road, loaded on heavy 
tractor-drawn trailers, accompanied by an 18-ton crane t 
lift their tails round the numerous hairpin bends. 
. * * * 

Electricity Nationalisation Proposals 

The Government's plans for the nationalisation of the elec- 
tricity industry adopts a basis of compensation to stockholders 
similar to that in the Transport Bill; Stock Exchange prices 
before and after the election of the present Government are 
to be the basis for an issue of British Electricity stock. Between 
£350,000,000 and £375,000,000 is estirnated to be involved in 
compensation to conYpanies and boards, including the Centra! 


Electricity Board, but exclusive of municipalities. It is pro- 
posed that the industry should be placed under a Central 
Authority, which, in turn, will control 14 Area Boards. The 


Central Authority would undertake generation and would be 
financially responsible for the whole of the industry; the Area 
Boards would control local distribution. Power to manufac- 
ture, sell, or hire electrical plant and fittings is given to the 
Central Authority under the Bill, which stipulates that electri- 
city must be supplied by that Authority to any railway. The 
selection of Stock Exchange prices as the basis for compensa- 
tion has aroused as much criticism as it did when it was applied 
to home railway stocks. The City Editor of The Times points 
out: “ Though for many reasons less spectacular and involv- 
ing less hardship, the real degree of injustice inflicted on the 
stockholder is probably rather greater than that 
inflicted on the railway stockholder. Not that comparisons 
of degree are very relevant. It is the whole principle that is 
wrong. 


electricity 


* * * * 

Steam and Electric Working in Switzerland 

There has been a continuous increase in the locomotive-mile- 
age run on the Swiss Federal Railways since 1945, and the total 
in the current year is expected to be 12:46 per cent. higher 
than two years ago. Only 42 per cent. of the total of 
41,437,500 miles estimated for 1947 will be worked by steam 
locomotives, compared with 5:05 per cént. of the 1946 total 
and 7-19 per cent. of that attained in 1945. Over the three 
years 1945 to 1947 inclusive, the decrease in steam locomotive- 
mileage is expected to be something like 33 per cent. Electric 
locomotives in 1945 ran 32,897,669 miles. This figure rose to 
an estimated 35,000,000 miles in 1946, and is placed at 
38.000.000 for the current year. On a percentage basis, the 
1947 total for electric traction will represent an increase of 
7:75 per cent. over 1946, and of nearly 16 per cent. over 1945. 
During 1946, the Swiss Federal Railways placed in service the 
first of a new series of lightweight electric locomotives for fast 
inter-city trains. These units were described in our issue of 
November 8, 1946. After an initial order for 26, a further 10 
are now under construction. 

* * * * 

Railways and Full Employment 

Throughout the varied network of industry, some change is 
always going on, and because of this, one person in every 
hundred is always temporarily out of work. Full employ- 
ment, therefore, does not mean that everyone is in a job 
all the time, and if it did, then all industrial change would 
stop. Full employment means having rather more jobs than 
people to fill them. What are the consequences of full employ- 
ment with special reference to the railways? This subject was 
dealt with by Mr. M. A. Cameron, Assistant Passenger Man- 
ager, Southern Area, L.N.E.R., at a meeting of the Railway 
Students’ Association on January 14, and an abstract of his 
paper will be given in a later issue. For the railways, remarked 
Mr. Cameron, full employment means that traffic of all kinds 
will flow readily and in quantity. Traffic will only run freely, 
however, if charges are right, and charges are ultimately 
governed by costs. of which wages form a substantial pro- 
portion. Full employment also means that anyone who con- 
trives to get higher wages without higher output, benefits 
only at the expense of others, and even then only so long as 
others do not get higher wages too. When people really 
understand what full employment means, they will not find it 
so hard to see that restrictive practices, though perhaps excus- 
able when jobs were scarce, become in these days a public 
menace. 
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The Derailment near Hatfield, L.N.E.R. 


The report of Lt.-Colonel G. R. S. Wilson on the derailment 
near Hatfield, L.N.E.R., on July 15, 1946, which fortunately 
was attended with extraordinarily little harm to passengers, 
shows once again how a few factors can combine at a critical 
instant to cause a wheel to mount the rail, after which the 
extent of the mischief may vary considerably with the speed, 
composition of the train and type of couplings, curvature or 


straightness of alignment, presence of bridges or other 
obstacles. and many other circumstances. The principal 
details of the report, with diagram, appear at page 81. 


Colonel Wilson made a footplate trip on a “V2” class 2-6-2 
locomotive to test the riding qualities, and concluded 
that this class—no longer being built—might be more than 
ordinarily sensitive to any weakness in lateral stability of the 
track or imperfections in cross-level; and that the accident 
arose from interaction between engine and track at compara- 
tively high speed. There had been some diminution in cant 
under load on newly laid track, which on completion had 
appeared to be in perfectly good order, causing the engine to 
take a sudden, heavy. and, as the event proved, critical roll, 
which the fireman described as the worst he had experienced. 


* + * * 


Running Shed Organisation on the L.M.S.R. 

[here is something inherently perilous in the position of 
a district locomotive superintendent, whose duty it is to see 
that as high a proportion as possible of the engines under his 
charge are engaged in revenue-earning traffic, whilst he is 
also at the mercies of the Stores Department for spare parts 
and of the Chief Mechanical Engineer's Department for any 
repairs which cannot be carried out at running sheds. Colonel 
Rudgard, who for many years has been in charge of motive 
power on the L.M.S.R., has shown, in his paper delivered to 
the Institution of Locomotive Engineers on Wednesday last, 
how these difficulties can be minimised by meticulous plan- 
ning and careful organisation of the department. The paper, 
which we intend to publish in abstract in a forthcoming 
issue, covers the whole of the complicated departmental duties, 
as laid down by the L.M.S.R., and even includes details of 
the newly introduced “casualty league” system, designed to 
encourage personnel in the avoidance of engine failures by 
the award of “points” to the various districts (as in a foot- 
all league) for four-weekly periods, and the award of challeng 
shields for exhibition at the end of each year. A further 
interesting section is devoted to the training and education 
of anprentices; and, finally, the complete schedule for the 
L.M.S.R. scheme of examination and repair in running sheds 
is given. 

* * * * 


Transport Bill and Railway Hotels 


STUDY of the debate on the second reading of the Trans- 

port Bill shows clearly that the measure has been in- 
iroduced solely for political reasons, as no attempt whatever 
was made to prove that a State-owned system would provide 
the public with a superior, or even equal service, at lower cost. 
So far as the railways are concerned, no system run on in- 
efficient lines possibly could have stood up to the gigantic de- 
mands made on it during the war, and the compliment paid 
to the British railways by the Minister of Transport in his 
Opening speech had been well and truly earned. 

It is to be regretted, therefore, that the Minister subsequently 
should have thought fit to support his argument for the 
nationalisation of all inland transport by vilifying the railways. 
He claimed that the railways were now out of date and not in 
a position to give passengers the comfort of refreshment or 
travel which they ought to have. As an instance, he cited rail- 
way hotels, and said they are “ first class for first class pas- 
sengers, but there are no railway hotels to cater for the vast 
majority of persons using the railways.” 

The four main-line railways own and manage 53 hotels 
which provide accommodation for about 8,000 guests, and the 
Minister is surely aware that the class of ticket held by a pas- 
Senger is never questioned by the managers of these hotels 
when they are dealing with applications for accommodation. 
Moreover, the prices charged at railway hotels compare very 
favourably indeed with those charged at non railway-owned 
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hotels, and this is well illustrated by the fact that one railway- 
owned hotel in London has had to decline between 400 and 
500 bookings daily for the last two years. 

The truth is that because of air-raid damage and Govern- 
ment requisitioning, there is an acute shortage of hotel accom- 
modation throughout the country, but it certainly is not the 
business of the railway companies to undertake responsibility 
for endeavouring to meet this need. If the Minister wishes 
railway hotels provided “to cater for the vast majority of 
persons using the railways,” as he puts it, he will present his 
proposed Hotel Executive with a very difficult task, both from 
the capital. and revenue points of view, particularly if he 
wishes very much lower charges made for the accommodation. 
Even assuming this were done—and it could not be accom- 
plished for several years at least—we suspect it would not be 
long before the old complaint of discrimination between first 
and third class passengers would be trotted out, as has been 
done so frequently and so unjustifiably in regard to meals 
served in restaurant cars. 

We notice that the Minister made no reference to the very 
excellent facilities normally provided for passengers in the 
fleet of over 770 restaurant and buffet cars where in pre-war 
days many millions of meals were served annually at most 
reasonable prices. He complained, however, that “ the re- 
freshment rooms of railway hotels do not serve refreshment— 
meals and food.” What he intended to imply is obscure, as 
all railway hotels provide meals for non-residents as well as 
for residents. If he meant refreshment rooms at railway 
stations, there were over 750 of these before the war. He 
may be interested to know that, at all the principal stations, 
refreshment, dining, and tea rooms have been provided for 
the service of meals and have been very well patronised by 
passengers and others. 

At the smaller stations, considerations of space, demand, 
or staff have prevented meals being served at tables in the 
refreshment rooms, but light refreshments and drinks are 
supplied at all reasonable hours. At a number of the smaller 
stations the trade which might reasonably be expected is too 
small to justify the provision by the railway concerned of a 
refreshment room, and, in many cases, outside firms have de- 
clined to undertake the provision of a service. In the years 
immediately preceding the war, special steps were being taken 
to provide snack bars and other facilities for passengers who 
did not wish to use refreshment rooms, but the resumption of 
this work has been held up since the war by the general 
shortage of labour and materials. 

It was admitted by Government speakers during the debate 
that they had not consulted the transport interests concerned 
before they prepared the Bili. Had they done so, they would 
surely have planned to create a Catering Services Executive 
and not merely a Hotels Executive, because the operation of 
refreshment facilities at stations and in restaurant and buffet 
cars are closely interwoven with the hotel services generally. 


* * * « 


Railways and the State 


NDER the title of “ Railways and the State,”* Mr. Ernest 
Short has written a thesis on nationalisation with the 
object of examining the problems involved and describing the 
experience of other countries in dealing with the question of 
transport control. Regarding the interests of the public as 
paramount, he suggests that nationalisation can be justified only 
if it yields advantages such as (1) increased efficiency, (2) lower 
charges for comparable services, (3) improved pay and better 
conditions for workers, and (4) provision for adequate ex- 
penditure on new developments. 

Mr. Short stresses the importance of sound finance under 
state ownership. and urges that, in the event of nationalisation, 
there should be an annual “ efficiency audit ” of railway opera- 
tiens to ensure that the taxpayers are not called on to bear 
losses. He then proceeds to review recent railway history 
from the date of amalgamation to the time of the “ square 
deal ” campaign, and also discusses the road haulage industry. 
He concludes that “a system of agreed rates must be evolved 
that will cover cost, plus a reasonable profit, for all depart- 
ments of national transport.” 


* ** Railways and the State: Facts and Factors of Nationalisation." By 
Ernest Short. London: Hollis & Cartier. Price 2s. 6d. 7 
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Mr. Short’s analysis for the most part covers well-trodden 
ground and does not bring to light any fresh point for con- 


sideration. Neither is he altogether successful in relating his 
historical and factual statements to the question of 
nationalisation. As an extreme instance of this weakness, 


one of the 84 pages of the book is occupied by a map pictur- 
ing a different set-up for the four groups constituted in 1923. 
This scheme would have eliminated the Southern Railway 
by dividing its territority between the Great Western and the 
old Midland Railway. A proposal of that sort is open to 
many objections. We adhere firmly to the opinion that there 
would have been both operating and commercial advantages 
in having a separate group with the Midland as predominant 
partner, while leaving the railways south of the Thames to 
consolidate independently. The alternative scheme outlined 
by The Railway Gazette is explained on pages 270 and 271 
of W. E. Simnett’s book “ Railway Amalgamation in Great 
Britain.”* It is doubtful, however, whether any different 
grouping would have staved off the present Government’s 
plans for nationalising transport. 

We are afraid that the introduction of the Transport Bill 
put Mr. Short’s essay out of date before it was published. 
When the Bill passed its second reading in the House of 
Commons, decisions were taken on the main questions con- 
cerned, and probably Mr. Short’s arguments will be treated 
as of purely academic interest. 

* ~ * * 


Railway Staff Training Colleges 


LSEWHERE in this issue we publish an account of the 
opening of the Southern Railway Staff Training College 
at Woking on January 10. That event is the latest development 
in the policy which the railway companies adopted many ye:rs 
ago of giving ambitious members of their staff opportunitits for 
extending the knowledge acquired in the course of their day-to- 
day duties. The movement began long before the 1914-18 war 
with the establishment of classes in such subjects as “ Regula- 
tions for Train Signalling by Block Telegraph” and “* Pas- 
senger and Goods Station Accounts.” These classes usually 
met after office hours, and were open, as a rule, to all mem- 
bers of the clerical staff who cared to attend. Certificates of 
proficiency were awarded to those who passed an examina- 
tion, and were an asset to men who were seeking promotion to 
the grade of stationmaster, goods agent. or inspector. where 
an all-round knowledge of railway work was necessary. 

The next stage in the progress of railway education was 
the starting of classes on advanced subjects, including railway 
operating, railway economics, railway law, and railway and 
commercial geography. These classes were arranged through 
the London School of Economics and the Universities or Uni- 
versity Colieges at Manchester, Birmingham, Newcastle-on- 
Tyne, and other centres both in England and Scotland. Students 
attended in their spare time. Their success in passing examina- 
tions at the end of the courses was recorded in the staff re- 
cords, and presumably was taken into account when they 
applied for promotion, in addition to their practical experience 
of railway work. 

In 1937, the London Midland & Scottish Railway decided to 
go beyond the general procedure by establishing a residential 
school at Osmanton Park, Derby, for the training of selected 
students, which was opened on July 23, 1938. Colonel L. 
Manton was appointed Principal of the school, but the whole 
plan was interrupted by the outbreak of war in 1939, when the 
school was taken over by the Royal Engineers as a branch of 
Longmoor. A fresh beginning has now been made, and the 
progress of this pioneer scheme will be watched with great 
interest. In the meanwhile, the London & North Eastern Rail- 
way felt a pressing need during the war for an institution which 
could give an intensified course, extending over four weeks, in 
train-control arrangements and other aspects of operating. A 
residentia! schoo] accordingly was opened at Grantby, Darling- 
ton, in January, 1944, under the charge of Mr. T. B. Hare, 
formerly a District Superintendent and a well-known writer 
on railway operating methods. 

The operating school proved so successful that the L.N.E.R. 
was encouraged to open a commercial school on similar lines 
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at Faverdale Hall, Darlington. The aim of this school is to 
broaden the students’ outlook and promote orderly thinking 
about railway commercial practice and relations with the pub- 
lic. The head of the commercial school is Mr. H. F. Sancer- 
son, who had been District Goods Manager at Newcastle-on- 
Tyne, and who took charge at Faverdale in May, 1946. Both 
the Darlington schools accommodate 20 students in comfort- 
able living quarters. We understand that the system of teach- 
ing calls for assiduous application on the part of the young 
men. Their work is watched carefully throughout the course, 
and at the close, a testing examination is set. A confidential 
report on each student’s performance is submitted to the chief 
officer of his department. 

We judge that the Southern Railway scheme is designed on 
somewhat similar lines to those of the two Northern com- 
panies, though the basis may be somewhat wider. In particu- 
lar, instructors are being selected to deal with special subjects 
such as Continental traffic and labour relations. Obviously, it 
is desirable that each railway company should take its own 
line in handling subjects which are of peculiar concern to its 
own people. Like the L.N.E.R., the Southern Railway has 
chosen two of its own officers to run the training college— 
Mr. A. C. J. Payne as Principal and Mr. J. M. Leighton-Bailey 
as Bursar. Both are well known to the staff, and have had con- 
siderable experience as instructors in transport subjects. That 
is a good augury for the success of the new venture. 


* * * * 


G.W.R. Plant Demonstration Train 

= an era of limited resources in manpower such as the 
present, it is important for a particular industry that the 
employment it offers should be as attractive, and free from 
the more exacting manual tasks as possible, and equally im- 
portant for the community in general that efficient use is 
made of the labour it has to offer. Far from being incom- 
patible, the two ideals are complementary to each other, and 
the G.W.R. deserves the success its plant demonstration train 
has achieved by increasing the interest of its civil engineering 
staff in the use of plant and the manner in which their work 
can be rendered less arduous. The tour has been mentioned 
already in The Railway Gazette, and a fuller description is 
given in an article on page 73. Other considerations apart, 
such arrears of maintenance of the permanent way and struc- 
tures as may exist, must be overtaken quickly if they are not 
to result in ultimate expenditure on a large scale, or in a 
serious loss of operating efficiency; and in this respect, also, 
the time is opportune for an examination by the railway civil 
engineer of such help as his colleagues in mechanical and 

electrical engineering may be able to place at his disposal. 
The Great Western Railway began to build up its plant 
stock upwards of 20 years ago, with such items as tipping 
wagons, excavators. and concrete mixers. The stock now 
includes more than 30 different types of equipment. The 
usual procedure has been for new machines which appeared 
to offer possibilities to be hired and given a trial under 
normal conditions of railway work, in order that their scope 
and limitations might be fully appreciated before the purchase 
of one or more was considered. The experience gained both 
in this country and abroad in the use of mechanical equip- 
ment on railway work always has been watched closely to 
ensure that anything likely to prove efficient and useful was 
not overlooked. Earth-moving equipment for railway pur- 
poses is subject to restrictions as to size, particularly in this 
country, by the lack of lineside space and the desirability 
of easy transit between jobs without an undue amount of 
dismantling to come within the loading gauge; in addition, 
large earthworks usually are carried out by contract. Never- 
theless, very effective use is made of truck dischargers, and the 

medium and smaller types of angle-dozers and excavators. 
For the permanent way gang, the density of traffic also 
precludes much of the larger equipment which can be used 
in other countries, but there is definite scope for the pro- 
vision of light equipment for boring and cutting both timber 
and rails, and nut running. The tools for such work must 
be strong, easy to handle, and reasonably light, qualities 
which are difficult to achieve in an entirely satisfactory 
manner where the power unit and the tool are combined. 
Pneumatic tools suffer from the disadvantage of requiring a 
bulky compressor, which, in turn, may require the service of 4 
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crane for loading and unloading, and cannot easily be moved 
about the job. The present policy of the Great Western Rail- 
way is to use electric tools, for which the current is supplied 
by petrol-driven 3-kW. generators operating at 110 volts d.c., 
with a centre tapping to give a maximum of 55 volts to 
earth. The generator can be unloaded and carried about the 
site without difficulty by four men. Motor scythes are being 
used for grass cutting in ever-increasing numbers, and have 
enabled length gangs to devote more time to track main- 
tenance. 

For general work as carried out by bridgemen and shop- 
men, many different types of equipment are in use, and to 
mention only a few, light cranes, pumps, belt loaders, power 
yammers, cement guns, and compressors have done much 
valuable service, while additional tools, such as electric planers 
and hammers, are now being purchased. Smaller generators 
are also being bought, with floodlights for night and tunnel 
work; these machines also will be 110 volts with centre 
tapping. Only a few items of equipment have been men- 
tioned, but these, with others, have contributed in a very 
large degree to increased output and the reduction of arduous 
and lengthy manual labour, and are playing a considerable 
part in the effort to overcome the arrears of maintenance due 
to the war years. It was with a view to increasing the know- 
ledge of the Engineering Department men in the various types 
of equipment available by seeing machines actually at work, 
and handling the tools themselves, that the recent tour of the 
system by the plant demonstration train was arranged. 


* + * * 


Coal Firing for Gas Turbines 


HE Locomotive Development Committee of the American 
Bituminous Coal Research Inc. has reported encouraging 
progress in the design and development of a fuel system for 
its experimental coal-burning gas turbine locomotives. The 
importance of this project can hardly be over-estimated. 
Unless we are to be subjected to a coal shortage lasting for an 
indefinite period in the future, the production of a gas 
turbine locomotive capable of burning coal, instead of im- 
ported fuel oil, would be of the greatest value in Great Britain. 
Even with a permanent coal shortage, the great saving in fuel, 
which would be possible with the use of coal-burning gas 
turbine locomotives in place of conventional steam engines, 
would justify the project. 

At the present time, Great Britain is far ahead of any 
other country in the development of aircraft gas turbines. 
If the manufacturers of railway traction equipment take the 
initiative in drawing from the experience built up by the 
aircraft turbine engineers, in particular with reference to 
metallurgical developments and combustion research, there is 
no reason why this country should not be able to reach a 
similarly pre-eminent position in the field of gas turbine loco- 
motives. On the other hand, unless intensive research 
and development in this direction are undertaken without 
delay, the opportunity will have been missed, and we shall 
be left behind by the Swiss and American engineers. The 
problem of applying coal firing to gas turbines is of such vital 
concern at the present time, that it should be receiving urgent 
attention both from the locomotive builders and from the 
National Coal Board. 


* * * * 


Kenya & Uganda Railways & Harbours 


HE main line of the Kenya & Uganda Railways runs from 
Mombasa, in Kenya, to Kampala, in Uganda, a distance 
of 879 miles. There is a junction at Nakuru with a 134-mile 
branch at Kisumu, on Lake Victoria, where the main work- 
shops of the Lake Marine Services are situated. A line runs 
from Voi into Tanganyika, connecting at Kahe Junction with 
the Tanganyika Railways. There are also eight minor and 
branch lines serving producing areas situated at a distance 
from the main line. All lines are of metre gauge, and the 
total route-mileage is 1,625. An account of the early develop- 
ment of the system was given in our January 18, 1946, issue, in 
connection with the jubilee of the arrival in Mombasa on 
December 11, 1895, of Mr. George Whitehouse and an advance 
construction party to begin work on the original Uganda Rail- 
way from Mombasa to Lake Victoria. 
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Regular cargo and passenger steamer services, covering 2,280 
route-miles, are operated on Lake Victoria. Other marine 
services, on Lake Kioga, total 697 route-miles, and the admini- 
stration operates also 627 route-miles on Lake Albert and the 
River Nile, extending into the Belgian Congo and the Sudan. 
A road transport system, 75 miles in length, provides connec- 
tions for passengers and goods between Lakes Kioga and 
Albert, water transport between these lakes being impracticable 
on account of rapids. The Port Department operates Kilindini 
Harbour, Mombasa (Old Port) Harbour, and Port Reitz, all 
of which are on Mombasa Island and serve both Kenya and 
Uganda. 

The report of the administration, which we have received 
from the General Manager, Sir Reginald E. Robins, shows that 
the combined earnings from all services for the year ended 
December 31, 1945, amounted to £4,802,354, an increase of 
£49,519 compared with 1944. Ordinary working expenditure 
increased by £287,640 to £3,127,643. The ratio to earnings 
of ordinary working expenditure on railways, lake steamers, 
and motor transport, excluding renewals, was 66-06 per cent., 
or 4:92 per cent. higher, and the operating ratio, including 
renewals, was 5:03 per cent. higher at 75:52 per cent. The 
balance of combined earnings over gross expenditure of 
£1,452,097 represented a return of 5-92 per cent. on the total 
capital expenditure of £24,536,133. After meeting loan charges, 
the available surplus was £582,510, compared with £821,027 
in 1944. Comparative results of the railway, lake steamer, 


and motor road transport services are shown in the table 
below :— 

1944 1945 
Passengers... 2,768,767 2,848,378 
Paying goods, tons 2,169,731 1,995,311 
Revenue train-miles ‘a eS 3,887,668 3,938,25¢ 
Paying goods, ton-miles_... pK pee ae --» 569,091,208 596,317,414 
Operating ratio, per cent. (excluding renewals) , 61-14 66- 
Average haul, miles ... ded ia me = 271 308 

£ 

Passenger receipts ... 762,468 735,469 
Paying goods receipts 2,984,515 3,110,662 
Gross earnings ; 4,004,772 4,116,381) 
Working expenditure 2,448,367 2,719,273 
To renewal funds 374,526 389,288 
Misc. transactions, net Cr. 180,831 Cr. 201,274 
Net revenue ... ‘a 1,362,710 1,209,094 
Loan charges, etc. 643,928 651,543 
Surplus 718,782 557,551 


During 1945, the changing trends in the movement of goods 
traffic, which were observed in the preceding year, became more 
noticeable, the total tonnage handled falling by 3-7 per cent., 
largely as a result of a decline in relatively short-haul military 
traffic. The average haul consequently increased from 230 
miles to 255 miles, and the total ton-mileage was higher by 
2:9 per cent. Considerable success was achieved in the inten- 
sive use of wagons. A great economy was effected in terminal 
time, which was reduced by as much as 43 hours per wagon- 
journey as against an increase of only two hours in transit 
time. 

Locomotive maintenance has been a serious problem, engine- 
miles run per failure showing an average of 20,816 as compared 
with 31,812 in 1944. A small addition to locomotive power 
was received during the year in the shape of two new 4-8-2 
+ 2-8-4 Beyer Garratts, of which the report states that “ they 
appear to be excellent locomotives, no initial troubles having 
been experienced.” The improvement in the motive power 
position was more than offset by the failure of the wheels 
of wagons obtained from the United States during the war, 
which resulted in 166 bogie wagons being out of service at 
the end of the year. 

In a general review of the situation, Sir Reginald Robins says 
that the basic problem with which the administration is faced 
is still the labour situation in East Africa. Every committee 
which has been set up to inquire into the question of African 
wages has been confronted with the problem of complete 
urbanisation of the African detached from his native tribal 
area. It is argued that the African cannot be completely 
urbanised and live a normal family life in the towns on the 
present wage structure; at the same time, it is evident that, 
if existing rates and charges are to be maintained, no further 
and major increase in wages can be made unless accompanied 
by a considerable increase in the output of the workers. Every 
effort is being made to obtain such an increase, but in the 
present state of development of the African, and with the 
present shortage in consumer goods, it is difficult to devise 
an incentive to greater output. 












LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


R.E. Transportation Units in Territorial Army 


Transportation Directorate, 
War Office. January 8 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I have received inquiries for some months past from 
a number of officers and other ranks who served in R.E. 
(Transportation) units in the pre-war Supplementary Reserve, 
or in other such units formed during the late war, as to what 
plans are under consideration for raising R.E. (Transportation) 
units again in the post-war Territorial Army. Recent announce- 
ments in the Press of the arrangements which have been 
formulated for the general re-constitution of the Territorial 
Army have stimulated interest in this subject. 

I am directed to inform you that plans are under active con- 
sideration to form a number of R.E. (Transportation) units in 
the post-war Army, and particulars will be published as early 
as possible. It is hoped that the recruitment of volunteers for 
service in these units will begin within the next few months. 

Yours faithfully, 
R. F. O’D. GAGE, 


Brigadier, C.B.E., Wiese 
Director of lransportation 


New Southern Railway Main-Line Coaches 


60, Rafford Way, 
Bromley, Kent. January 5 
To THE Epitor OF THE RAILWAY GAZETTE 

S:n.—Although the Southern Railway has in each of its new 
coach sets, described in your January 3 issue, provided 80 
seats in compartments as against 64 in saloon sections, any 
claim that by so doing it has met the desires of the public 
as expressed in the results of the questionnaire—completely 
loses its justification when one considers each class separately. 

The 24 first class seats are all in compartments, while the 
third class seats are divided in the proportion of 56 in com- 
partments to 64 in saloons, so the preference of the third class 
traveller for compartments is seemingly ignored, though it is 
the third class passengers who far outnumber the first. 

The logical arrangement would have been for each of the 
third brakes to have contained three compartments instead of 
two, and for the saloon sections to have contained 24 seats 
in place of 32; this would have given the third class passengers 
a total of 62 seats in compartments and 48 in saloons, which 
would have been more in keeping with the alleged desire to 
meet the wishes of the public. 

Yours faithfuily, 
ARTHUR M. S. RUSSELI 


Fifty Years of Rail Transport 


London, N.13. January 9 
To THE EpitoR OF THE RAILWAY GAZETTE 

Sir,—It is with great pleasure and interest I read the article 
of Mr. H. J. Peacock on “ Fifty Years of Rail Transport” in 
your issue of December 20. There have been many “™ rankers ~ 
like myself who have been fortunate in promotion, but so far 
and no farther; our next step is for positions reserved for 
traffic apprentices or university graduates. 

On the London & North Eastern Railway, positions of 
Assistant District Superintendent and upwards are given to 
apprentices, and the man who has learnt his railways the hard 
way is not considered for these positions, but his experience is 
relied upon and it proves valuable to the apprentice. What 
of the future? One can see the railways being “top heavy ” 
with inexperience; lads today are not accepting the railways 
as a career as in days gone by, and as the experienced men 
become fewer by retirement, dissolution, and other factors, 
there will be a big gap impairing efficiency. 

Railway operative working always has been considered a semi- 
skilled job, the rule book will prove this—and men can still 
learn new ways of doing their job no matter how long they 
have been employed. One does not see apprentices in charge 
of signal boxes or driving an engine or held responsible for 
permanent way repairs. Apprentices do not have the advan- 
tage of long practical training; they see it during their tuition, 
together with other phases of railway operation, and one would 
imagine that, having learnt a little of each, the whole business 
becomes a maze in the end, and they are then back where 
they started. 

Again, when a practical man applies for promotion he is 
interviewed by the district officer, who, in most cases, was an 
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apprentice; how can such an interview be without prejudice 
when the applicant is the more practical of the two? It is like 
a pupil considering the suitability of a prospective school- 
master. 

1 think the management should give serious thought to 
the question of promotion; and let us get back to the days of 
discipline, experienced, contented, and ambitious staff, and re- 
cruit suitable men from the ranks for such positions as district 
officers, thus providing an efficient service to the public and 
trader. 

Yours faithfully. 
H. HILI 


Nationalisation 


Glasgow. January 11 
To THE EDITOR OF THE RAILWAY GAZETTE 
SiR,— 
Now or Never is the time 
Action is the word sublime; 
Take all Transport as it is 
Independence is its bliss. 
Ownership must therefore be 
Not the State’s monopoly. 
And, if one may be concise, 
Legislation, otherwise, 
Is, in this event alone, 
Socialism overgrown. 
All that matters is that we 
Transport’s own Authority, 
Indicate that one and all 
On our merits do so call 
Nought shall harm, what e’er befall! 
Yours faithfully, 
N. B. 


Concrete for Railway Construction 


Huntington Hall, York. January 3 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I regret that Mr. Pearson has failed to understand my 
comments on monolithic concrete structures—I can assure him 
that they are quite orthodox, and, furthermore, in accord with 
the basic hypotheses of modern elastic and plastic concrete 
theories. Except in certain elementary cases, concrete is not 
made up of separate parts under stress, but is a monolithic 
whole ensuring continuity between the component parts of the 
structure. The flow of stresses is rarely brought to a single 
point, and consequently the problem is not a static one, but 
essentially a statically indeterminate one, to be solved by 
elasticity. 

I would point out that a simple floor system, to which Mr. 
Pearson refers in your December 27 issue, may be far less 
simple than he assumes. This is particularly the case in ware- 
houses, which, if economically calculated, allowing for elas- 
ticity in the supports and the influences of adjoining panels, 
must be considered as forming part of a_ three-dimensional 
elastic multiple frame. 

Although limited construction depth and the difficulty of 
obtaining track possession restrict the uses of concrete in many 
instances, this is not of the first importance when dealing with 
large bridges and important renewals. The weight and nature 
of concrete, which Mr. Pearson condemns, may often be bene- 
ficial in resisting braking efforts, by standing up well to vibra- 
tions, and very considerably reducing maintenance expenses. 

May I add that I have had the pleasure of being a railway 
engineer both abroad and in this country, and I can assure 
Mr. Pearson that, although much is being done to increase the 
popularity of concrete in Britain, this material could be used 
on a still larger scale. 

Yours faithfully, 
M. D. BRISBY 


Swiss RAILWAYS INSTRUCTIONAL FiLMS.—The Press Office 
at Berne, of the Swiss Federal Railways, has issued a list 
of films dealing with railway subjects which are available 
on loan to clubs, schools, and similar bodies. Most of these 
are produced both in the 35-mm. and 16-mm. sizes, and may 
be had with the commentary either in French or German. 
Some of the films present interesting information on Swiss 
railway operating methods in the form of short stories, and 
one film reconstructs travel conditions in the early days of 
Swiss railways. This historical film is the first instalment 
of a special three-part picture, the concluding reel of which was 
made in 1946, and which shows the latest developments in 
railway services. 
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The Scrap Heap 


RAILWAY Post vy. Post OFFICE 


Of the last 52 parcels sent by post, 22 
arrived damaged, while of the last 2,000 
parcels sent by rail, three only arrived 
damaged. From the Post Office, I have 
never been able to get satisfaction, while 
the railway company in every case has 
paid me in full for damage done. One 
is a Government enterprise, while the 
other is a private one.—From a letter to 
the “ Yorkshire Post.” 


* * * 


100 YEARS AGO 


From THE RAILWay TIMES, January 16, 1847 


PRICE THREEPENCE, 
HE DAFLY NEWS, 


London Morning Newspaper, in Time for the Morn- 
ing Mails. 

It is remarkable, that more than a century since there were 
Eighteen papers published in London, daily or three times a 
week—while now there are only Fifteen! In theCity of New 
York, more daily papers are published than in all England, 
Scotland, and Ireland, put together. What is the cause ?— 
Price ! 

That the public know the advantage of having a Daily 
Paper is manifest, from the thousands who pay threepence 
for a paper the day after publication. What, then, are the 
causes which maintain the high price? First, the capital re- 
quired to be invested. Next, the various talent, knowledge, 
and experience which must combine to produce the result. 
The number of the requirements have, in truth, occasioned 
something very like a monopoly—and monopoly always com- 
mands its own price. Thus, whilst capital and competition 
had been doing good service in all other things, noth ng had 
been attempted for the political and social wants of ithree 
great nations; and a Daily London Newspaper remained, 
until the establishment of the Daily News, a costly luxury, 
in which only the wealthy could indulge. 

The Daily News looks for support, not to a comparatively 
few readers at a high price, but to many at a low price. 

The Daily News is the same size as all otier journals were 
within seven years; it is larger than many of the high- 
priced daily journals are now ; and, in every particular of in- 
terest, it contains as much information as the most success- 
fal amongst its contemporaries. The Daily News is expan- 
sive ; and double sheets are given whenever News, important 
Debates, or Advertisements require it. 

Every News Agent will, we hope, supply the Paper, by 
post, at Threepence, where payment is made in advanee; 
when credit is given, it is a matter of private arrangement, 
with which the Proprietors haye nothing to do. As, how- 
ever, in an undertaking so bold it is advisable to guard 
against possible inconvenience, the Proprietors will under- 
take toget all persons supplied who shall forward a Post- 
office order, made payable to Joszrn Smitu, Daily News 
Office, Whitefriars, London, at the rate of 19s. 6d. for every 
three months. 

An Evening Edition, under the Title of THE EXPRESS, 
is published every day at Four o'clock, containing full re- 
ports of the Markets of the day. 

Daily News Office, Whitefriars, Fleet-street, London. 
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Civit SERVICE STAFFS 
Mr. Dalton, in the House of Commons 
recently, circulated the following details of 


whole-time non-industrial Civil Servants, 
analysed by staff groups :— 
April, | 
Staff group 
Men 
Administrative 2,068 
Executive tas ies 18,276 
Clerical and sub-clerical 77,540 
Typing ~ aa ae aa 64 
Professional, technical, and scientific 10,906 
Minor and manipulative... iva 127,420 
Technical ancillary staff 24,151 
Inspectorate ... inne 5,259 
Messengers, porters, etc. 13,669 
Total 279,353 


Part-time staff cannot be analysed in this 
way, as similarly detailed figures for part- 
time staff are not held centrally. The 
numbers of part-time staff were: April, 
1939, 50,595; July, 1945, 96,729; October, 
1946, 72,722. 


* . * 
A NINEIEENTH CENTURY PISTON RING 
A wrought-iron locomotive piston ring 
has come to light. It belonged originally 


to a locomotive that worked on the Bod- 
min & Wadebridge Railway—a line opened 


67 
Running Shed as a turner. In 1916 Mr. 
Drew handed it to Mr. R. M. Barton. 


who retired recently from the position of 
locomotive foreman at Salisbury. It is a 
narrow ring with a lapped joint, and the 
_ - be 





939 July, 1945 October, 1946 
Women | Men Women Men Women 
52 3,860 928 3,442 556 
1,031 38,844 12,224 34,324 9,550 
35,313 90,553 161,772 127,921 137,073 
15,273 33 37,415 70 0,259 
135 29,496 y 38,253 2,819 
35,192 92,215 77,439 | 124,998 65,886 
1,717 53,881 12,883 45,035 7,285 
528 4,359 744 5,155 731 
5,707 33,851 14,075 30,850 13,021 
94,948 347,092 319,889 410,048 267,180 
present condition, after all these years, 


shows the very fine craftsmanship of the 
early nineteenth century. Mr. Barton has 
presented the ring to Mr. O. V. Bulleid. 
Chief Mechanical Engineer of the Southern 
Railway. 
* * * 
GOVERNMENT AND THE PRESS 

The office of the smal] provincial news- 
paper at which I work received an average 
post on Tuesday morning, January 7. It 
included 154 typewritten 8vo sheets from 
various Government Departments made up 








Wrought-iron piston ring from 
Railway 


for public traffic on September 30, 1834, 
and now part of the Southern Railway. 
The ring was forged and fitted by a driver 
employed by the Bodmin & Wadebridge 
company in the days when 
the driver did all his own 
repairs, being in turn black- 





LIV, 


POOL UME ST CREV 


smith, fitter, painter and 





driver. The engine to 





which it was fitted was a 
0-4-0 with outside cylinders, 
steeply inclined, 12 in. bore 
and 24 in. stroke, with 
4-ft. 6-in. dia. wheels, and a 
boiler pressure of 80 Ib. per 
sq. in. 

The piston head was 








made up of five wrought- 
iron plates, three of them 
cylinder size, and the other 
two small enough to allow 
the enlarged part of the 
ring to revolve all round the 








head, and thin enough to 
form the bottom of the ring 
groove. The head was fitted 
with four bolts to secure 
these plates together, and 
was fastened to the rod by 
a nut. 











“Take your seats for the first lunch. 
and give the gong a bang” 


[Reproduced by permission of the proprietors of “ Punch”’ 


The driver who forged the 
ring was named Bonney, 
and he gave it to the late 
William Drew, who was em- 
ployed at Exmouth Junction 


Pass it on 


an early Bodmin & 
locomotive 


Wadebridge 


as follows: Air Ministry, 54; Central Office 
of Information, 24; Ministry of Agricul- 


ture, 4; Ministry of National Insurance, 
14; War Office (in two separate en- 
velopes), 2. None of the material was 


suitable for any purpose but salvage. 
Mr. Anthony Brode in a letter to “ The 
Times.” 
* * *” 
ENDING PRIVATE ACCUMULATION 

On the general problem one may ask 
what is to be the outcome of this increas- 
ing pressure upon people to live on their 
capital. Have we come to the end of the 
epoch of the private saver who hands on 
a legacy to posterity? What gratitude is 
now displayed to the past generations 
whose private savings furnished the enor- 
mous capital inheritance which has come 
down to us? The class that furnished the 
housing for a population swelling from ten 
to over forty million is an object of con- 
tempt and is savagely mulcted by rent re- 
striction. The return for the enterprise and 
thrift that covered this and other lands 
with a network of railways is a jibe at the 
outworn state of its handiwork after six 
years of war. The State takes over with a 
“Think yourself lucky you get any com- 
pensation.” Give your children a good 
education and the best start in life and 
then dissipate your capital wealth over your 
lifetime. Is this the required order of life 
in the future?—G. L. Schwartz in “ The 
Sunday Times.” 
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AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Operating Improvements 


Improved operating conditions on the 
Cape Northern system main line will result 
from the installation of new telegraph and 
telephone systems between De Aar, Kim- 
berley, and Klerksdorp, to cost £150,000. 
The somewhat arid country traversed by 
the main line to the North entails consider- 
able difficulty in supplying water, and for 
this reason some £70,000 has been allo- 
cated in the present programme for the 
improvement of pumping and clarification 
plant, and the provision of additional 
storage tanks. 


Road Motor Services 

West of the main line, between Kimber- 
ley and Vryburg, lies a vast stretch of pas- 
toral country, which is one of the largest 
milk- and cream-producing areas in South 
Africa. This area is fed by a system of 
road motor services with a route-mileage 
of nearly 3,000. To provide for the in- 
creasing volume of traffic, new motor 
transport repair workshops are to be 
erected at Beaconsfield, and further garage 
accommodation is to be provided at 
Taungs, Postmasburg, Mafeking, and 
Kirstonia. 


Natal System Improvements 

The passenger lines from-Durban as far 
as Booth Junction are to be quadrupled, 
to allow for additional suburban trains and 
a general improvement in service. A new 
double line is to be built from Berea Road 
to Greyville, and a new station on this 
line will save unnecessary congestion at 
the main station. The doubling of the 
South Coast line is to be extended from 
Merebank to Umbogintwini, and a double- 
track avoiding line has been planned to 
give direct access from Jacobs to Clair- 
wood South. 

The old main line to Hillcrest is to be 
straightened and electrified, and a number 
of level crossings will be eliminated. 
Straightening of the Umlaas Road-Pent- 
ridge section of the old main line, which 
already is under way, is part of the track 
improvement scheme. This section also is 
to be electrified. Finally, the main line 
from Pietermaritzburg to Ladysmith is to 
be straightened, and all single-line sec- 
tions, totalling 90 miles in length, are to 
be doubled. 


RHODESIA 


New Goods Rolling Stock 

The rolling stock shortage in Rhodesia, 
to which reference was made in The 
Railway Gazette of November 1, 1946, 
has been alleviated in some measure by 
the arrival of 50 30-ton covered wagons 
purchased from the Sudan Railways. 
These wagons form part of the American 
lease-lend supplies to the Sudan, and were 
bought in May, 1946. They have a capa- 
city of 30 tons, but on account of the 
small axlebox journals with which they 
are fitted, the loads will be limited to 
25 tons. It is proposed to use these 
wagons mainly on branch lines in order to 
release other types of covered vehicles for 
main-line use. The wagons arrived at 
Beira, whence they were despatched to 
Umtali for erection of the bodies. 

Delivery is beginning of 300 high-sided 
steel bogie wagons of 424 tons capacity 
ordered from Great Britain, and these are 


expected to be received at the rate of 
25 a week; in addition, the railway is 
awaiting supply of 100 covered goods 
wagons of 30 tons capacity. An order 
has been placed, also, for 20 4-6-4 + 
4-6-4 Beyer-Garratt locomotives. 


INDIA 


Floods in Southern India 


Heavy rains in South India in December 
resulted in serious dislocation of railway 


traffic between Bombay and Madras. 
Breaches were reported at several places 
on the North-West line of the M. & 


S.M.R. The North-East route of the same 
railway was declared unsafe. Booking of 
parcels from Madras to places south of 
Trichinopoly was stopped. The Madras— 
Bombay line was breached in sixteen 
places, many of the breaches being serious. 
In places, lengths of as much as three- 
quarters of a mile were thus affected. 
Electrification Proposals Studied 
The Government of India is studying a 
scheme for the electrification of about 
1,500 miles of railway. This is part of 


the long-term post-war development 
scheme. It covers the Bombay—Ahmeda- 
bad section, the Howrah—Mogha] Sarai 


and subur- 


section via the Grand Chord, 
3 and B.N. 


ban services of the E.I., B.A., 
Railways round Calcutta. The proposed 
electrification will, it is estimated, result in 
an annual saving of 600,000 tons of coal, 
of which 40 per cent. would be high grade. 


CHINA 


Modernisation and New Construction 


The first stage in a new national railway 
construction programme provides for 
building 34 new lines, totalling 7,392 miles 
in length. Existing railways in China 
cover only one-eighth of the country, and 
it is the aim of the programme now being 
undertaken to provide every inland centre 
of any consequence with direct or in- 
direct rail communication to a_ seaport. 
Another important object is the develop- 
ment of international trade across the 
south-western frontier, so the plan calls 
for the completion of the Yunnan-Burma 
Railway within five years. This railway 
was projected during the war as an alter- 
native to the Burma Road. Its approxi- 
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mate course from Kunming to Lashio was 
shown in The Railway Gazette of Febru- 
ary 9, 1945, at page 136. Negotiations 
have begun, also, between the Chinese and 
French Governments regarding the future 
of the railway from the Yunnan frontier at 
Hokow to the coast of French Indo-China 
at Haiphong, and a free zone for Chinese 
imports and exports at that port. 


Priority for War Damage Repairs 

Before new construction begins, priority 
must be given to repairs of damaged lines, 
Some 4,200 miles of railway have been 
damaged in recent months during fight- 
ing between Government and Communist 
forces. The two North—South trunk lines 
—the Tientsin-Pukow Railway and the 
Peiping-Hankow Railway—have suffered 
particularly heavily. Meanwhile, — the 
overhaul of lines which sustained damage 
or fell into disrepair under Japanese occu- 
pation has been pursued with vigour, 
Apart from the Shanghai-Nanking and 
Shanghai-Hangchow’ Railways in_ the 
metropolitan area, which have resumed 
operations, reconditioning work is still 
proceeding on the Chekiang—Kiangsi line, 
which serves two South-Eastern provinces. 
Part of this line is expected to be func- 
tioning again by March this year. As 
lines are restored to traffic, a re-grouping 
of administrations is taking place. A map 
of the new groups was reproduced in The 
Railway Gazette of September 13, 1946 

According to an unconfirmed report, the 
authorities in Canton have been negotiat- 
ing with an American organisation for a 
big loan for the rebuilding and modernisa- 
tion of the Canton-Hankow Railway. The 
programme, which will make the line 
comparable with any in Europe or the 
United States, is estimated to take about 
three years at a cost of 60 million 
American dollars. An American railway 
engineer is also reported to have been 
invited by the authorities to submit plans 
for carrying out this programme. 


CANADA 


Main-Line Locomotives for France 


One hundred locomotives are being con- 
structed at the Montreal Locomotive 
Works, Montreal, for main-line passenger 
and freight service in France. These are 
the first ever to be built in Canada for the 
French National Railways. Work was 
begun on the order in September, 1946, 
and by the end of November, 35 locomo- 
tives had been completed. The balance 
of the order will be completed by May 
this year. The Montreal Locomotive 


First Canadian-Built Locomotives for France 





The first batch of 100 2-8-2 locomotives under construction by the 
Montreal Locomotive Works for the French National Railways 
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Works is a subsidiary of the American 
Locomotive Company. 

Originally, all the engines were to be 
shipped direct from Montreal. This plan 
had to be changed on account of the sea- 
men’s strike making shipping unavailable. 
Instead, the first 35 were fitted with Cana- 
dian type couplings and hauled by regular 
freight trains to New York. Twenty of 
the locomotives are coal burning, and will 
be fired by mechanical stokers. The 
balance will burn oil, but any of the en- 
gines can be converted easily for either 
fuel according to current requirements. 


UNITED STATES 


Rates Increase Authorised 

Increases in freight rates averaging 17°6 
per cent. have been authorised by the 
Interstate Commerce Commission, and 
came into effect on January 1. The order 
supersedes a temporary increase granted 
in an emergency action in June last year. 
The commission has continued the war- 
time increase of 10 per cent. on passenger 
fares. Results compiled by the Bureau of 
Railway Economics of the Association of 
American Railroads show that gross 
revenue of the Class 1 railways for the 
first ten months of 1946 was 16°9 per 
cent. below the 1945 figures. Operating 
expenses in the same period fell by 4-8 per 
cent. Forty-nine Class | railways failed 
to earn interest and rentals in the first 
ten months of the year. 


New Chicago-Indiana Streamline Trains 

A new diesel-hauled streamline service, 
called the “ Whippoorwill,” was introduced 
by the Chicago & Eastern Illinois between 
Chicago and Evansville, Indiana, on 
November 10. This seven-car train was 
the second set of streamline equipment to 
be delivered to the C. & E.I. by the Pull- 
man Standard Car Manufacturing Com- 
pany during October, 1946, a four-coach 
train, the “ Meadowlark,” having been 
placed in service on October 6 (see The 
Railway Gazette of January 10). The new 
train consists of a combined luggage and 
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passenger car, a dining car, four coaches 
fitted with Sleepy Hollow reclining-type 
chairs, and an observation car. A descrip- 
tion of the Sleepy Hollow seating sup- 
plied recently to the Canadian Pacific 
Railway was given in The Railway Gazette 
of September 13, 1946. 


ARGENTINA 


Negotiations in Buenos Aires 


The main point on which the local nego- 
tiations with the British-owned railways 
are hinging, relates to the valuation that 
is to be placed on the assets which the 
companies will contribute to the consor- 
tium, in which they are to be joint part- 
ners with the Government. No definite 
figure was fixed in the agreement of Sep- 
tember 17, 1946, but the existence of a 
minimum valuation may be deduced from 
the fact that it was agreed that the Argen- 
tine Government would guarantee a mini- 
mum return of 4 per cent. and of 
ps. 80,000,000 per annum. Reports indi- 
cate that Sr. Miguel Miranda refuses to 
go beyond that minimum, whereas Sir 
Montague Eddy is stated to be pressing 
for ps. 3,000,000,000, which is deemed to 
be nearer the actual value of the physical 
assets, and would render it possible to pay 
some sort of dividend on the ordinary 
shares. Both parties at present appear to 
be resorting to the “hard bargaining” 
methods that were employed in the earlier 
negotiations. 


Future of Argentine Railways 

A recent statement by Sr. Miguel 
Miranda, Chairman of the Central Bank 
of Argentina, is of interest in view of the 
negotiations proceeding between represen- 
tatives of the British-owned railways and 
the Argentine Government. Sr. Miranda 
said that Argentina had exhausted her 
transport resources in order to serve the 
United Nations, “without getting any- 
thing in exchange.” The problem of re- 
habilitation had to be solved, and the 
resources of the Trade Promotion Insti- 
tute would be used to that end. If agree- 
ment was reached, they would provide 
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ps. 500,000,000 for the modernisation of the 
British-owned railways. As these railways 
stood now, they could not serve the re- 
quirements of the country, and Argentina 
required quick and economic transport. 
The Trade Promotion Institute had just 
purchased the three French-owned sail- 
ways, and as soon as the constitution of a 
mixed consortium with the British-owned 
companies was arranged, the time would 
have come to co-ordinate transport of all 
kinds all over Argentina. He believed that 
with the savings thus effected, Argentina 
would be able to face the new expenditure 
due to higher salaries, social improve- 
ments, and so on. When co-ordination 
had been effected, the time would have 
come to form a company, with the help 
of private Argentine capital, for the opera- 
tion of transport services; the institute 
would then be repaid the capital ad- 
vanced, and it would not be necessary to 
resort to loans of any kind. 


EGYPT 


Relief Lines for Cairo—Alexandria 
Route 

A project has long been proposed for 
the construction of a relief line from Tew- 
fikieh, situated on the Cairo—Alexandria 
main line between Tanta and _Ityai-el- 
Baroud. to El-Mahalla Junction, where 
the main line for Alexandria branches off 
from the goods line to Gabbary and the 
quays. This project, the gbject of which 
is to relieve the congested section of the 
main line between Teh-el-Baroud atid 
Alexandria of goods traffic, is likely to be 
executed in the near future, in view of the 
intensified train service envisaged beiween 
Cairo and Alexandria when the new 
diesel-electric trains now on order in 
England arrive in this country. The line 
would serve two rich agricultural centres. 

In connection with the increased Cairo 
—Alexandria train service, referred to 
above, plans are being prepared for the 
provision of through running lines for 
non-stopping trains at Benha and Daman- 
hour. 





Publications Received 


Industrial Injuries. (‘“ This Is The Law” 
Series), By H. Samuels and Robt. S. W. 
Pollard. London: Stevens & Sons Ltd., 
119/120, Chancery Lane, W.C.2. 74 in. 
x 44 in. 87 pp. Paper covers. Price 3s. 
net.—The object of this popular series of 
little books is to interpret various aspects 
and branches of the law for the layman, 
and the present work is intended to ac- 
quaint trade union officials with the rights 
of injured workmen under the National 
Insurance (Industrial Injuries) Act, 1946, 
which is expected to become effective early 
this year. There are two useful appendices, 
the first comparing the benefits under the 
new Act and the old Workmen’s Compen- 
sation Act, and the other listing matters 
of detail to be prescribed by regulations. 


British Standards for Workshop Prac- 


tice. General Editor: Mr. J. E. Baty, 
M.I.Mech.E., A.M.LE.E., M.I.P.E. Intro- 
duction by Sir William Stanier, F.R.S. 


London: British Standards a 28, 
Victoria Street, S.W.1. Handbook 
No. 2. 483 pp. Price 12s. 6d. net—B.S. 
Handbook No. 2 was first issued in 1943, 
when the quantity of non-standard tools 
and gauges being ordered was causing con- 
cern to the Government supply depart- 


ments. It was suggested that the essential 
data from the various British Standards ap- 
plicable to engineering workshop practice 
should be gathered together and published 
in one convenient volume. Three impres- 
sions of the first edition have been pub- 
lished. Modifications which have been 
made since 1943 to certain of the British 
Standards reproduced in the handbook 
have now made necessary the issue of a 
completely revised edition. 


Gas Turbines.—The Bristol] Aeroplane 
Co. Ltd., Filton House, Bristol, has pub- 
lished an illustrated folder describing the 
part played by the organisation in the de- 
velopment of gas turbines for aircraft pro- 
pulsion, with special reference to the com- 


pany’s Theseus power unit. The 
Theseus gas turbine incorporates an 
axial and a centrifugal compressor. On 


the way from the compressors to the com- 
bustion chambers, the air passes through a 
heat exchanger, where its temperature is 
raised by means of the exhaust gases, and 
by this means a high thermal efficiency is 
obtained. The hot gases from the com- 
bustion chambers actuate two turbines, 
one driving the compressor and the other 
coupled through reduction gearing to the 
propeller shaft. The residual energy in 
the gases is used to provide a jet, the 
power output of the unit at 300 m.p.h. 
being divided between the propeller shaft 


(80 per cent.) and jet (20 per cent). The 
folder includes a sectional drawing of the 
Theseus gas turbine, which clearly 
shows the internal arrangements of this 
type of power plant. 


High-Speed Machining Copper.—-A 
high-speed machining copper with the regi- 
stered trade name of Kutern has been pro- 
duced in the research laboratories of the 
Metals Division of Imperial Chemical In- 
dustries Limited, and the characteristics of 
this material are described in a new book- 
let published by the company. Kutern 
is an alloy of pure copper, having greatly 
improved machinability, which has been 
assessed at 90 per cent. of that of free- 
turning brass, and it may be machined 
with tools, tool speeds, and tool settings 
similar to those used for brass. The 

material, also, is much easier to drill than 
pure copper, comparative penetration 
tests having shown that it has a rating of 
92 per cent. of that of free-turning brass, 
compared with only 32 per cent. for 
copper. Kutern can be supplied in rod, 
tube, or sections, and is very suitable for 
large or small repetition parts which have 
to be made by machining, or have to be 
machined during fabrication. It is being 
used increasingly for items of electrical 
switchboard apparatus that demand a cer- 
tain amount of machining, such as con- 
nectors, bolts, studs, and contactor parts. 
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The Transhipment of Goods Traffic* 


Possible lines of development outlined by Mr. 
David Blee, Chief Goods Manager, G.W.R. 


THE factor of economy alone must 

impel a fresh study of the tranship- 
ment problem, because not only have 
wages costs risen by some 75 per cent, 
since 1939, but also at practically every 
recorded station the speed of working has 
generally deteriorated, in some cases by as 
much as 334 per cent. Moreover, if these 
statistics were subjected to further 
analysis, it would be found that speed of 
movement on goods sheds, as distinct from 
that in yards, has deteriorated even more 
markedly. 

Among the series of studies given in the 
past to the problem of transhipment of 
“smalls” traffic. was one conducted by 
the G.W.R. under the egis of a former 
Chief Goods Manager, the late Mr. E. 
Ford, in the reorganisation of G.W.R. 
tranship working concluded in 1932. 

Analytical traffic studies conducted 
throughout the G.W.R. system served to 
demonstrate the extent to which “ smalls ” 
traffic was moving to its ultimate destina- 
tion via a series of two or more of these 
several tranship points. That investiga- 
tion, impelled by a broad knowledge of 
what was occurring, and with a realisation 
that 24 hours’ delay occurred with each 
transhipment, was undertaken to obtain 
greater efficiency of service for * smalls.” 

Nine residual tranship stations—Pad- 
dington, Bristol, Plymouth, Newport, Car- 
diff, Llanelly, Hockley, Wolverhampton, 
and Chester—were ultimately selected as 
being strategically so placed as to form 
natural focal points for wide ranges of 


stations. The selection was partly geo- 
graphical, partly an outcome of the survey 


of traffic flows, partly determined by the 
volume of originating traffic available to 
form a foundation for regular direct 
wagon loadings, and, partly, by the avail- 
ability of goods shed accommodation to 
provide adequate regular standage of 
wagons. The subsequent programme was 
designed to give a next-morning delivery 
between these centres and even beyond. 

In the detailed traffic analyses on which 
these conclusions were based, it became 
clear that, while a general improvement 
in transits must result from the projected 
reorganisation, the transit time for certain 
fringes of traffic would be worsened unless 
special provision were made. Accord- 
ingly, a series of road motor services was 
instituted, to operate from such centres as 
Reading, Oxford, Newton Abbot. Wolver- 
hampton, Chester, Shrewsbury, Ruabon, 
and Wrexham. 

These were essentially road tranship ser- 
vices, in substitution for the itinerant 
station truck, working between their bases 
and the distant stations on their respective 
routes, dropping cff traffic at intermediate 
stations the same morning as received at 
the base station. 


Goods Station Working 

Those familiar with the working of a 
large goods shed also will be familiar with 
the considerable cross-movement that must 
occur in the discharge of inwards wagons 
variously containing goods for delivery 
and goods for transhipment respectively. 

In the paper given before this Institute 
by Mr. T. W. Royle, Vice- President, 
(L.M.S.R., last session, we were made 
aware of the notable contributions which 
the L.M.S.R. research organisation has 


* Abstract of a paper presented to the 
of Transport on January 13 


Institute 


already made towards the resolution of 
this problem. Studies have concurrently 
been conducted independently by the 
G.W.R., and, while these do not lead to 
the same conclusions as to method, there 
is a unity on basic principles. 

Notably there is agreement as to the 
desirability of dealing with outwards 
“smalls” by what is becoming known as 
the method of perambulation, i.e., by the 
cartage vehicle proceeding from truck to 
truck in covered yard, in place of tran- 
shipment of the load over shed platforms 
and trolleying to truck. 

There is thus projected a complete 
segregation of inwards and outwards goods 
shed traffic, with considerable advantages 
both in speed of terminal operations, and 
in handling costs. The natural corollary 
to this is to remove the “transfer” traffic 
from inwards sheds and to perambulate it 
for outwards wagon loading by internal or 
domestic cartage organisation. 


Design and Layout 

There remains the question of the design 
and layout of goods terminal stations, and 
here, again, it is impractical to generalise, 
the solution of these problems depending 
on a series of particular studies. For ex- 
ample, from 1923 onwards, the G.W.R. 
entirely rebuilt its more important goods 
terminals, and improvements were also 
effected at many other depots. 

With such large capital expenditures in 
relatively recent years, any abandonment 
and further rebuilding of these projects 
could not be justified unless, and until, the 
greatest possible improvement of methods 
of working, including mechanisation, 
within the layout of the existing structures 
has been effected, and that it is then 
demonstrable that such further improve- 
ments in service, with economy in the ter- 
minal and transhipment operations, could 
be effected as, capitalised, would justify a 
complete rebuilding to provide for funda- 
mentally changed operating methods. 

Thus, a two-fold approach is opened 
up, first the extent to which mechanised 
handling can be introduced at existing and 
relatively modern sheds, and, second, the 
design and layout of future sheds, em- 
bodying the product of the latest thought 
on mechanisation and worked on_ the 
basis of the principles already outlined. 

The trend of other developments will 
tend largely to eliminate the multiplicity 
of small goods sheds, but, in so far as 
necessity exists in the future, the size of 
the small goods sheds will be confined to 
the minimum length of cart-front neces- 
sary for standage of the road transport 
equipment required, with provision for re- 
dressing of the shed. 

The principle of confining the shed to 
the smallest practicable dimensions, with 
mechanical provision for redressing, is de- 
signed to reduce to the minimum the 
length of trolley runs, and, with this in 
mind, any further advantages to be 
attained by mechanisation of handling 
from truck to cartage vehicle may prove 
negligible. 

So far as the medium-sized shed is con- 
cerned, which receives daily up to 150 
shed wagons, inwards and outwards traffic 
should be separated, provision being made 
for outwards traffic in covered yard, with 


direct loading to truck from  cartage 
vehicle. The inwards shed accommodation 
might consist of two short roads of a 
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maximum each of ten wagon-lengths, from 
which wagons can be unloaded on to a 
centrally-placed conveyor belt serving both 
roads, which will be redressed with wagons 
alternately so that no standing time occurs, 

The relatively modern physical assets jn 
the large G.W.R. stations present initially 
a problem of mechanisation which vyill 


probably develop along the lines of a 
combination of electric platform trucks 
and stillages and conveyor belts. 

An analysis of the “smalls” traffic 


handled during a selected four-weekly 
period at the three largest goods stations 
on the G.W.R. system revealed that at Pad- 
dington 51 per cent. of the total tonnage 
handled over the shed was transfer traffic; 
at Bristol, 47 per cent.; and at Birming- 
ham, 61 per cent. When it is realised that 
the cost of handling at the larger goods 
stations is about 6s. 6d. to 7s. per ton, 
and that the total tonnage of intermediate 
transhipment traffic handled at G.W.R. 
stations alone, is approximately a million 
tons a year, it will be realised how im- 
portant it is to bring transhipment traffic 
to the irreducible minimum. 

In the final development, the whole 
countryside served by the G.W.R. has been 
divided into a series of zones. The area 
embraced by each zone varies according 
to traffic density. For example, the Birm- 
ingham zone has an area of influence of 
160 sq. miles, whereas the Swindon zone 
serves an area of over 1,000 sq. miles. 

Within each zone is a nominated main 
railhead, with two or more sub-railheads, 
generally not more than 20 road-miles from 
the main railhead, and so chosen as them- 
selves to be the strategic centre of a nomin- 
ated section of the zone. Apart from the 


railheads and = sub-railheads, all other 
stations in the zone are closed for 
“smalls” traffic, except for such as may 


be carted by the public. 

In so far as, by pre-arranged schedules 
or by subsequent traffic development, full 
wagon-loads can be made from a sub-rail- 
head—either to destination railhead or sub- 
railhead—all collections are focused on 
and loaded at the sub-railhead. Traffic 
arising within a sub-railhead area for which 
through wagon-loadings are not, or cannot 
be, provided at the sub-railhead, is con- 
veyed by trunk-haul road lorries to the 
main railhead in the zone for direct load- 
ing to destination railhead or sub-railhead. 


Trunk Road Motor Services 

These trunk road motor services are 
scheduled to ensure that all traffic col- 
lected is loaded away the same evening 
from the main railhead; by this means, 
intermediate rail transhipment is elimin- 
ated, and the service given to the public 
improved by at least 24 hours. 

Although substantial advances can be 
achieved domestically within one railway 
system, the fullest benefits cannot be de- 
rived until the zonal scheme operates 
broadly through the whole country. 

The efficacy of the scheme depends 
largely upon the efficiency of the cartage 
organisation and the availability and se- 
lection of the right type of road motor 
vehicles. Both on road trunk haulage and 
direct collection or delivery work, the 
articulated type of vehicle, ranging from 
two-ton to eight-ton capacity, with appro- 
priate trailers, is most suitable. 

The question of costs has been carefully 
studied. Each individual section of the 
scheme has been carefully costed, and ex- 
perience proves that, while in the agricul- 
tural and semi-industrial areas some in- 
creased costs result, in the industrial areas 


(Continued on page 72) 





py meignes” 


aan citi > 





KUM 





—_—, _. eg op am ef oe. oP eee es 





947 —od 


,from & 
1 toa 
2 both 
vagons 
ICCUTS, 
sets in 
litially 
will 
of a 
trucks 


traffic 
veekly 
ations 
t Pad- 
nnage 
Traffic; 
‘Ming- 
d that 
200ds 
* ton, 
ediate 
.W.R. 
illion 
V im- 
traffic 


whole 
. been 
» area 
rding 
Birm- 
ce of 
zone 
8. 
main 
leads, 
from 
them- 
ymin- 
n the 
other 
for 
may 


dules 
, full 
)-rail- 
- sub- 
d on 
raffic 
vhich 
innot 
con- 
» the 
load- 
head. 


are 

col- 
ning 
eans, 
min- 
ublic 


n be 
Iway 
» de- 
rates 


ends 
‘tage 
| se- 
otor 
and 

the 
‘rom 
pro- 


Fully 
the 
ex- 

icul- 

in- 
reas 





KUM 


January 17, 1947 


THE RAILWAY GAZETTE 


The Coal-Fired Gas Turbine Locomotive* 


Progress reported by the Locomotive Development Committee of 
Bituminous Coal Research Inc., in the development of the fuel system 


AS a result of the rapid development 

which has taken place during the last 
few years, the open-cycle gas turbine has 
become a practical proposition as a loco- 
motive prime mover. The added incen- 
tive of the possibility of using bituminous 
coal as the fuel, supplied the economic 
motive for the programme on which the 
Locomotive Development Committee is 
now engaged. 

The operation of the gas turbine 
already has been explained adequately in 
many recent publications, although the 
possibilities of ‘ts use with solid fuel are 
only now being explored. The single tur- 
bine system, which uses one turbine to 
drive the compressor and also to supply 
the useful load, must use a transmission 
similar to that employed for the diesel 
locomotive. If a split turbine system is 
employed, in which one turbine drives the 
compressor and another supplies useful 
load, direct drive becomes possible, al- 
though reversing means must also be sup- 
plied. 

In developing the programme of the 
Locomotive Development Committee, it 
has been decided to use the conventional 
direct-current transmission which has de- 
monstrated its reliability so thoroughly in 
diesel-electric locomotives. The simplicity 
and ready availability of the component 
parts of this system are considered suf- 
ficient advantages to overcome its high 
weight and cost. Speed control, reversing. 
and regenerative braking are all readily 
attained with this system, and conse- 
quently it can be expected that many gas 
turbine locomotives will use it. In estab- 
lishing a programme, it was found that 
all four major turbine manufacturers in 
the United States were prepared to 
design locomotives which could meet rail- 
way requirements of space and weight. 
Consequently, the first year of the commit- 
tee’s activities has been devoted entirely 
to developing a  coal-handling system 
which can be applied directly to the loco- 
motive. 


Method of Feeding and Pulverising Coal 


An obvious method of employing the 
heating value of coal in a turbine is to 
gasify the coal and burn the resulting gas 
in a combustor. However, the process of 
gasification is very slow, and no equipment 
has yet been developed by which the com- 
plete conversion of coal to gas can be done 
within the space requirements of a loco- 
motive. 

If a pulverised coal producer could 
be developed with the additional develop- 
ment of a means of removing fly- 
ash, so that the products of combustion 
would be clean enough for immediate use, 
it would find a very ready application both 
to the gas turbine and to many other in- 
dustrial uses. Consequently, a pulverisa- 
tion device is now being studied. 

To meet practical requirements, coal of 
regular locomotive size and quality must 
be dried, crushed, and pressurised at rates 
up to 8,000 lb. an hour. It must be fed 
at a controlled rate from the pressurised 
storage tank into an air line, pulverised 
to the finest practicable size, and delivered 


* Summary of an article by the 
Research, John I. Yellott, and the Assistant to the 
Director, Charles F, Kottcamp, of the Locomotive 
Development Committee, Bituminous Coal Research 
Inc., published in the Railway Age 


Director of 


to the combustor at a gauge pressure of 
approximately 60 lb. per sq. in. The 
method of pulverisation which is under 
active consideration is the air-operated coal 
atomiser. 

This simple device requires approxi- 
mately 1 lb. of air per lb. of coal at 
a pressure about 80 lb. per sq. in. above 
the combustor pressure. This air must be 
supplied by a small auxiliary compressor, 
which will take about 1:5 per cent. of the 
shaft output of the gas turbine. 

In order to make the coal suitable for 
use with the coal atomiser, it must be 
crushed and dried. so that it can be fed 
from the pressurised storage tank. Since 
large quantities of waste hot air are avail- 
able from the turbine exhaust, it seems 
logical to use this air for drying the coal, 
and also for conveying the coal after it 
has been crushed. The dried and crushed 
coal must then be put under pressure. 

A number of possible methods exists, in- 
cluding the twin-tank system, the lock 
hopper, and the coal pump. With the 
twin-tank system, while one tank is de- 
livering coal under full pressure to the 
atomising air line, the other is isolated 
from this line, and is being fed with coal 
from the conveying line. Because of its 


simplicity, this system is likely to be used 
in the first coal-burning gas _ turbine 
system. 


The feeding of the crushed coal from 
the pressure tank into the atomising air 
line has in the past been done by means 
of a small screw feeder operating at vari- 
able speed. Because the screw feeder, par- 
ticularly at low speeds, is not too reliable, 
a drum-type feeder will also be investi- 
gated for this service. Such feeders have 
been used widely in the chemical industry 
for controlling accurately the feed rate of 
granular materials. 

Since the accurate control of the rate of 
fuel flow is of paramount importance in 
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gas-turbine operation, it is probable that 
a secondary control system also will be 
developed. In this system. the screw feeder 
would deliver the crushed coal through 
a rotary screen, which would serve to 
eliminate oversized particles. The atomis- 
ing air, supplied from the booster com- 
pressor at a gauge pressure of 120 to 140 
lb. per sq. in. and at a temperature as 
high as 600° F., picks up the coal from 
the feeder and carries it up to the re- 
circulator control valve. When full coal 
flow is required, this valve is opened, and 
the coal thus passes to the coal atomiser 
and the combustor (Fig. 1) 


Rate of Coal and Air Flow 
A coal flow-meter probably wili be used 
to get continuous indications of the rate 
of coal and air flow. If, because of a 
sudden dropping of the load from the tur- 
bine, the fuel must be shut off instantane- 
ously, the re-circulator valve is closed, and 
the coal-air stream is directed through the 
cyclone separator. The coal is thus separ- 
ated from the air and returned to the feed 
tank. The air passes on into the com- 
bustor and thence to the turbine. Inter- 
mediate settings of the control valve will 
result in the by- passing back to the tank 
of any desired portion of the fuel. The 
master control of turbine power in this 
system would be the re-circulator control 
valve, and this would be air-actuated 
through the governing system. 
Pulverisation of coal can be accom- 
plished by a number of different devices. 
On a locomotive, however, the problem is 
complicated by the fact that it is desir- 
able for many reasons to pulverise the coal 
while it is at full operating pressure. The 
Locomotive Development Committee has 
under active study the coal atomiser, a 
device first used at the Institute of Gas 
Technology in Chicago to produce finely 
pulverised coal for gasification. It con- 
sists simply of a nozzle (Fig. 2) which is 
inserted into a line through which flows 
compressed air at a pressure about 80 ib. 
per sq. in. above the discharge pressure. 
By causing the coal to pass through the 
nozzle with the air. pulverisation can be 
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accomplished through the tremendous 
number of internal explosions which take 
place when the air trapped in the pores 
of the coal seeks to expand as the pres- 
sure is reduced. It is expected that the 
quantity of air required for this process 
can be kept below 1 Ib. per Ib. of coal. 
Because of its simplicity and lightness, the 
coal atomiser appears to be the most suit- 
able method of pulverisation which yet 
has been proposed. 


Design of Combustors 

Fundamental research on the burning of 
coal under pressure is being pursued 
actively, and a large-scale pressure combus- 
tion laboratory is being installed at the 
Dunkirk works of the American Locomo- 
tive Company. The gas turbine combustor 
is unique in that the amount of excess 
air is far greater than that encountered in 
any other fuel-burning device. In order 
to reduce the temperature of the products 
of combustion to a value of approximately 
1,300° F. (705° C.), which can be used 
successfully with available materials, six 
or seven times the air necessary for com- 
plete combustion must be supplied. 

If an attempt were to be made to burn 
the fuel directly in the total supply of 
air, the flame would be so chilled that 
the combustion efficiency would be very 
low, and the flame might even be extin- 
guished. Conséquently, it is necessary to 
have an inner form of combustion cham- 
ber within which coal is burnt completely 
with about 40 per cent. excess air. 

The remaining air is used to cool the 
internal-combustion chamber and mix with 
the products of combustion after they 
emerge from this chamber. Heat releases 
as high as 2,000,000 B.Th.U. per hr. per 
cu. ft. have been recorded with this type. 

Another type of combustor, based on 
the Vortex combustion chamber, originally 
proposed as early as 1931 by the Fuel 
Research Board of Great Britain, is now 
being tested. A heat release of 4,000,000 
B.Th.U. per hr. per cu. ft. has been ob- 
tained with this unit, and it therefore ap- 
pears to have excellent possibilities for use 
as a gas-turbine combustor. 


The Fly-Ash Problem 

The removal of fly-ash from the pro- 
ducts of combustion is a matter of the 
utmost importance. If the ash is not re- 
moved, the gases are extremely abrasive 
even to the hardest materials now em- 
ployed for turbine blades. If, however, 
the fly-ash is removed to such an extent 
that only 5 to 10 per cent. of the original 
dust loading remains, and all particles 
above 10 microns (0-025 in.) are removed, 
then the abrasiveness of this air-dust sus- 
pension is reduced to the point where it 
is not expected to be harmful to the gas 
turbine blades. 

The use of a battery of small cyclone 
separators appeared at the outset to be 
the only practical solution of the problem. 
In co-operation with the Aerotec Com- 
pany and the Thermix Engineering Com- 
pany of Greenwich, Conn., a programme 
of investigation has been carried out which 
shows that the small cyclone separators 
produced by these companies can meet the 
requirements of gas-turbine service. 

It has been demonstrated that the Aero- 
tec tube can remove as much as 95 per 
cent. of the fly-ash in the hot-air stream. 
However, in order to keep the pressure 
loss between the combustor and turbine 
down to about 1 Ib. per sq. in., it is neces- 
sary to establish a compromise resulting 
in removing 90 per cent. of the fly-ash. 

Two turbine sets are now on order, one 
from Allis-Chalmers, and the other from 
the Elliott Company, and delivery is ex- 
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LESS THAN 1% MOISTURE 
Fig. 2—Coal atomiser for pulverising the crushed fuel as it is fed 
towards the combustion chamber 


pected late this year. Each turbine will 
be capable of producing at least 3,750 
shaft horsepower, and the full-load coal 
consumption of each is considerably less 
than 1 lb. of 13,500 B.Th.U. coal per shaft 
h.p. hr. 

The Allis-Chalmers unit uses the axial 
compressor. The efficiency of similar 
compressors has been reported as high as 
85 to 86 per cent. Five stages of reaction 
blading will be used in the gas turbine, 
and four 1,000-h.p. generators will be 
driven at approximately 1,000 r.p.m. by a 
single reduction gear. 

The Elliott turbine will employ a two- 
stage centrifugal compressor, which will 
enable the unit to be built with only two 
bearings. Because of its unique design, 
the Elliott unit will eliminate high-pres- 
sure seals, thus compensating in part for 
the lower compressor efficiency which is 
to be expected from the centrifugal design. 
The Elliott unit is characterised by ex- 
treme lightness, since the prime mover and 
generator together will weigh only about 
17 lb. per h.p. 


- Design of Turbine Locomotives 


The actual design of locomotives to use 
the Allis-Chalmers and the Elliott turbines 
will be undertaken in the near future by 
the three major American steam locomo- 
tive builders. The locomotives will be 
double-ended, thus eliminating the 
necessity of turning them at the end of 
a run. A maximum range, without re- 
fuelling, of 1,000 miles will be provided. 

A train-heating boiler of conventional 
type will be used, and the oil supply 
for this boiler will be used also as pilot 
fuel in the mairi combustor, and as fuel 
for the small auxiliary diesel engine which 
will be used to start the main turbine. 
The conventional direct-current trans- 
mission system will be controlled by the 
engineman in a manner similar to that now 
used on diesel-electric locomotives. 

Wind-tunnel tests will be conducted in 
the near future to decide the best shape 
for the locomotive, bearing in mind that 
approximately 100,000 cu. ft. of air per 
min. must be taken in to supply the main 
turbine and the traction motor cooling re- 


quirements. Induction of this air at the 
proper place on the surface of the loco- 
motive may result in a useful reduction of 
the power output required at high running 
speeds. 


The Transhipment of Goods Train 
Traffic 


(Concluded from page 70) 


substantially decreased costs follow from 
wage and clerical economies resulting from 
the concentration effected. 

With the completion of the terminal re- 
organisation of the work, there must 
follow a review of freight-train working 
designed to provide, as between the 
residual selected depots, the fullest 
benefits of scheduled vacuum-fitted ex- 
press freight services. It is anticipated 
that an economy both of wagons and 
possibly of engine-power will result. 

To preserve the perspective in relation 
to the whole, it should be stated that, 
based on an analysis of originating freight 
traffic carried by all companies for the 
week commencing March 27, 1939, the 
proportion of “smalls” to total tonnage 
was 0:026 per cent., and to total receipts, 
0-124 per cent., while the proportion of 
“smalls” to tonnage of general mer- 
chandise in classes 11 to 21 of the Rail- 
way Classification was 14 per cent. in re- 
spect to tonnage, and 32 per cent. in the 
case of receipts. 

So far as full wagon-load traffic is con- 
cerned, the most notable development be- 
tween the wars was the railway container, 
which possessed both advantages and limi- 
tations from the railway viewpoint. It 
possessed advantages, notably, in the 
elimination of transhipment, while the 
primary disadvantage has been its limita- 
tion of capacity loading. 

I envisage a substantial development of 
container loadings in the future. Indeed, 


it is not improbable that provision will re- 
quire to be made for special container 
yards at the larger stations, and I see no 
reason why trainloads of container flats 
should not progressively work in scheduled 
services between large centres. 
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G.W.R. Plant Demonstration Train 
Object and organisation of the tour, and details of some exhibits 
By E. J. M. Matheson, B.Sc., A.M.I.C.E., A.C.G.I 
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Demonstration of a Liner cross-cut petrol saw during the visit of the 
irain to Bristol 


THE ordered development of railway 

civil engineering maintenance was 
hindered during the war. New appliances, 
of course, were introduced, but their main 
purpose was to cope with immediate prob- 
lems, and their broad application was 
sometimes neglected. At the same time, 
arrears of maintenance arose, and still 
exist, the rapid reduction of which clearly 
calls for a review of modern equipment 
in the light of its possible use in railway 
work; it is also essential to make the most 
efficient use of the limited manpower avail- 
able, and reduce the amount of heavy 
work to be undertaken manually. 

The Engineering Department of the 
Great Western Railway has _ recognised 
that, in the past, one of the main bars to 
progress was the natural human instinct to 
resist change, and that innovations stand 
more chance of a fair trial and ultimate 
success if they are received enthusiastically 
in the first place. It was considered that 
if selected members of the Engineering 
Department staff could see and handle 
modern equipment, a demand for it might 
be created, and a condition of “ plant 
mindedness * induced such as would be 
complementary to, and vastly increase, the 
effectiveness of new ideas. 

The original plan was to stage a demon- 
stration and exhibition of tools and plant 
at some central point to which men would 
come from all parts of the company’s sys- 
tem; it soon became apparent, however, 
that considering the large number of the 
staff who would benefit by a visit to the 
exhibition, the alternative of taking the 
exhibition to the visitors was to be pre- 
ferred. A selection of suitable exhibits 
was, therefore, loaded on a special train of 
eighteen vacuum-fitted vehicles including 
a camp coach and water tank wagon. 

The company’s Inspector of Portable 
Plant, with five assistants, one of whom 
undertook the additional duty of cook, 
formed the nucleus demonstration staff 
and took up their residence in the camp 
coach, Every week-end the train moved 
to a different part of the system. where a 


demonstration site had been prepared 
specially by the Divisional Engineer con- 
cerned; Mondays were spent in unloading 
the exhibits, and training local operators 
as demonstrators, and visitors were re- 
ceived on the following four days. 

The exhibition visited Reading, Ply- 
mouth, Bristol, Neath, Cardiff, Newport, 
Wolverhampton, and Central Wales, 
finally returning to the G.W.R. creosoting 
depot at Hayes, where it had been origi- 
nally assembled. 


Arrangements for Visitors 

Three thousand selected members of 
the company’s Engineering Department 
staff of varying grades saw the exhibition. 
Many obviously were sceptical at first, but 
most were convinced enthusiasts before 
they left in the afternoon, and already 
results are more than justifving the 
scheme. Some senior inspectors from 
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other railways also have been among the 
visitors. 

In some localities, as many as 150 visi- 
tors were handled each day, and it was 
the aim of the staff to give every one as 
much individual attention as possible. The 
visitors were split into small parties, and 
as the number of demonstrators was 
limited, a complex organisation and pro- 
gramme had to be evolved and strictly fol- 
lowed. 

At every site, the layout of the 
exhibition naturally varied, as did the 
number of visitors, their time of arrival, 
and arrangements for meals, and the pro- 
gramme had to be varied to suit these 
conditions. The collaboration of local 
canteen managements was sought, and in 
one case, that of the British Restaurant, 
because it was felt that a good meal, es- 
pecially for those who had travelled a 
long distance, would be of material assis- 
tance. 


Round the Exhibits 


The exhibition lasted for nine weeks, 
finishing on December 4, 1946, when Mr. 
A. S. Quartermaine, the company‘s Chief 
Engineer, took down to Hayes a party 
consisting of the chief engineers of the 
other railways, some of their senior assis- 
tants, and officers and representatives of 
other departments of the G.W.R. 

In general, the greatest interest was 
aroused by the Mawdsley portable 3-kW. 
generator, which drives electric hand tools 
of various types. Other exhibits com- 
prised a smaller generator with floodlights, 
a compressor with pneumatic tools, an 
electric hedge trimmer, various pumps, a 
grout mixer for pressure track grouting, 
the Warsop petrol pick, the Johnson power 
rammer, the John Bull rail drill and saw, 
a small concrete mixer, a motor hoe for 
cutting fire breaks, a motor scythe, a belt 
loader, a small mechanical excavator, 
cranes of 2-ton and 15-cwt. capacity, light 
steel trestling, Drivall equipment, a pipe- 
forcing jack, hand rail cutters, drain clean- 
ing apparatus of two types, and a track 
slewer. Some of the equipment demon- 
strated is described in the following para- 
graphs and a selection of the more in- 
teresting of the other exhibits will be dealt 
with in succeeding issues. 

Mawdsley generator—The assembly 
of point and crossing work alongside 
the line or in its fina] position, usually 
involves a large amount of hand bor- 





Mawdsley electric generator, and some of the tools which are issued 


with it. 


The tools shown are (from left to right) a wood planer, 


rail drill, 9-in. timber saw, hammer, and nutrunner 
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ing of the timbers to receive the fang- 
bolts or coach screws. Only in ex- 
ceptional cases has it been possible to get 
a compressor sufficiently close to permit 
of the employment of pneumatic augers, 
while the current for electric tools is avail- 
able normally only in pre-assembly yards. 
The Mawdsley 3-kilowatt generator illus- 
trated has been developed by the manu- 
facturer, Mawdsley’s Limited, of Dursley, 
Gloucestershire, in close consultation with 
the Great Western Railway Engineering 
Department; it enables an electricity supply 
sufficient to drive, say, three or four 
augers simultaneously, to be made avail- 
able anywhere on the permanent way. 


Lightweight Generator 


The size of the generator can be gauged 
from the illustration on page 73 and it con- 
trasts favourably with the bulky compressor 
and cumbersome hoses which would be re- 
quired to perform equivaient work. The 
present generator weighs about 4 cwt., 
and future machines will weigh somewhat 
less than 400 Ib, It can be transported by 
four men using the lifting handles incor- 
porated in the cover. The prime mover 
is a 350-c.c. Douglas petrol engine, oper- 
ating at 3,000 r.p.m., in which special 
attention has been paid to silencing as a 
safety measure for work on the permanent 
way. The voltage of the new machines 
is to be 110 V. a.c., with a connection to 
earth ensuring that the maximum voltage 
thereto does not exceed 55 volts. 

Wood augers, a rail drill, hammers, 
nutrunners, a wood planer, and a small 
circular saw were demonstrated with the 
generator, and are to form part of the 
equipment with which the generators are 
to be issued in the future. 

Auto Diesels electric generator.—This 
110-volt d.c. generator is of 1 kW. capa- 
city, and is manufactured by Auto Diesels 
Limited, of Uxbridge, Middlesex. The 
prime mover is a Norman petrol engine 
developing 24 h.p. at 1,500 r.p.m., and it 
is suitably silenced. The complete unit, 
mounted on caterpillars, weighs 378 Ib. 
The illustration ‘shows, also, two 500-watt 
floodlights on tripods, with telescopic 
masts, which can be operated by the 
generator simultaneously; alternatively, a 
portable electric wood auger can be used 
at the same time as one floodlight, or the 
generator can operate tools alone up to 
its capacity. Floodlights can be operated 
also by the Mawdsley generator. 

Concrete mixer—The railway engi- 
neer frequently is called on to carry 
out small jobs involving, say, 4 or 5 cu, yd. 
of concrete; in such cases, it may be that 
only the larger types of mixer are avail- 


Gem rotary petrol hoe 
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Rex 5/34 
able, and considerable effort would be in- 
volved in getting one of them to the site, 
or the site may be restricted. The alter- 
native is hand mixing, which is unsatisfac- 
tory and expensive. The 5/34 Rex mixer 
with tilting drum, weighing just over 9 
cwt., is the smallest type in the possession 
of the Great Western Railway, and is 
manufactured by Blaw Knox Limited, of 
Clifton House, Euston Road, London, 
N.W.1. As can be seen, the mixer, with 
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concrete mixer with tilting drum 


cement, aggregate, and water, can be 
loaded on one wagon, and a small job 
adjacent to the track can be carried out 
under a “ between trains” occupation of 
the line without even unloading the mixer; 
for example, concreting-in a series of cant 
or centre-line monuments after curve im- 
provements have been carried out. 

Gem rotary hoe.—The Gem rotary hoe. 
marketed by Geo. Monre Limited, of 
Waltham Cross, Hertfordshire, is driven by 
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Steenbrugge track-slewing machine 


a 6-h.p. petrol engine. This machine is 
used principally for cutting “fire breaks ” 
alongside the railway boundary in order 
to minimise the danger of accidental em- 
bankment fires spreading to bordering 
arable land, but has been used also to 
good effect in opening up the surface of 
ash cesses to improve drainage and keep 
down weeds. The action of the rotary 
cutters is shown diagrammatically. There 
are three forward gears for the wheels, 
and an independent gear for the rotor. 


Rotary Hoe Capacity 

The width of cut is 1 ft. 8 in., and the 
maximum depth of 8 in. can be reduced 
to the extent required by raising an ad- 
justable skid at the rear of the machine. 
If the maximum cut of 8 in. is made on 
heavy ground covered by a layer of grass, 
several trips may be necessary to break 
up the ground, but a satisfactory “ fire 
break” may be obtained with a 2-in. depth 
of cut, involving one trip only provided 
the broken-up turf is removed by a man 
with a shovel following the machine 

A width of 2 ft. 6 in. is desirable to 
operate the hoe. The handlebars can be 
slewed to enable the operator to control 
the machine from the side when working 
under a hedge. The machine climbs slopes. 

Steenbrugge _track-slewing machine.— 
Normally, a tip siding receives the mini- 
mum of maintenance consistent with the 
avoidance of derailments. The sleepers 
sink into the mud, and slewing by normal 
methods involves laborious opening out of 
the sleeper ends or jacking up the track. 
The machine manufactured by Steenbrugge 


VISITS OF BUSINESS MEN TO GERMANY.— 
The Board of Trade states that arrange- 
ments have been made to allow business 
men to visit the British and American 
Zones in Germany for commercial pur- 
poses. On account of the limited facili- 
ties in accommodation and transport, ap- 
plications can, be considered only from 
persons having a specific purchasing trans- 
action in view. Applications should be 
made in the first instance to Sundry 
Materials Branch, Board of Trade, 10, 
Old Jewry, London, E.C.2. They should 
be accompanied by firm inquiries for 
specific goods and the names of the Ger- 
man suppliers with whom it is wished to 
deal. Some evidence, such as correspon- 
dence with the German suppliers con- 
cerned to show that they are in business 
and may be in a position to produce the 
goods, also should be given. The appli- 


& Co. Ltd., Ace of Clubs, 
Abbey Road,  Knares- 
borough, Yorkshire, is de- 
signed specially for slewing 
on tips, It consists essen- 
tially of a four-wheel 
trolley, from each side of 
which clips can be dropped 
to engage the underside of 
the rails. From the trolley, 
a broad-based pillar is 
lowered between the 
sleepers by means of a 
rack and pinion, and on 
coming into contact with 
the ground, raises the trol- 
ley and the track to which 
it is clipped until the 
sleepers are well clear of 
the formation. While pawls 
hold the original pinion, a 
second rack and pinion 
move the whole contriv- 
ance sideways. A _ safe 
slew is 20 in. The machine 
weighs 12 cwt. The Steen- 
brugge track- slewing 
machine is not necessary in 
cases where wagons on the 
tip are unloaded by means 
of the type of truck dis- 
charger fitted with a track- 
slewing device. 

Light-steel trestling.— 
Although not strictly an 
item of mechanical equipment, it was con- 
sidered worth while demonstrating light- 
steel trestling, and sufficient components 
were carried on the train to erect on each 


Light-steel 


cation should give reasons why a visit to 
Germany is considered desirable. Im- 
ports from Germany will continue to be 
handled by Sundry Materials Branch. 


SWEDISH DELEGATION VISITS LONDON 
TRANSPORT.—A_ delegation from  Stock- 
holm County Council visited London 
Transport on January 7 in connection with 
the building of an underground railway in 
Stockholm. The five members are study- 
ing the general structure and service of 
tube railways, the building and general 
layout of tube stations, technical .equip- 
ment, method of construction, and ques- 
tions of supply. They are also coilecting 
information on_ street traffic problems, 
traffic signals, parking, the construction 
and maintenance of streets, road bridges, 
and road tunnels. 
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demonstration site a pier 15 ft. high. The 
trestling was evolved by the War Office 
and used by the army in all the princi- 
pal theatres of operation during the recent 
war. 

The Great Western Railway acquired 
a quantity of the trestling for emer- 
gency use, such as is depicted in the illus- 
tration below where a temporary tower has 
been erected for the support and repair of 
one of the arch ribs of Paddington Station 
roof damaged during an air raid. The 
advantages of the trestling include the 
relatively light weight of the individual 
components (maximum 6 cwt.), which en- 
ables a pier to be built quickly by six or 
seven relatively unskilled men without the 
aid of anything more complicated than a 
hand winch; the ability to increase its 
carrying capacity to anything that will be 
required in practice by increasing the num- 
ber of bays (5 ft. square). in which the 
trestling is constructed; the selected lengths 


trestling in use for air-raid damage 
repairs at Paddington 


of the vertical components, which enable 
trestles to be of varied heights in multiples 
of 1 ft.; and the fact that it can be re- 
used indefinitely. 


LONDON TRANSPORT TO SPEED TUBE CON- 
STRUCTION.—London Transport intends to 
double its labour force working on the 
Eastern Extension of the Central Line 
tube between Stratford, Newbury Park, 
Loughton, Hainault, and Ongar. The first 
section of the line was opened between 
Liverpool Street and _ Stratford last 
December, as recorded in our Decem- 
ber 6 issue. At present, nearly a thou- 
sand men are working on the remaining 
sections of the line. London Transport 
now intends to take on a further 1,100 
men, including 500 labourers for the 
Signal Department, 100 labourers for the 
permanent way, 250 mechanical in- 
stallers, and 250 electric-circuit installers 
for signalling. A_ special recruiting 
centre is being opened at Drapers Field, 
Leyton, so that the new men can be 
directed immediately to the job. 


Hag neering Lbiay 
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Ambulance Van for the Victorian Railways 


A new vehicle fully equipped for treating casualties 
or performing operations at the scene of an accident 


AN ambulance equipment van designed 

by officers of the department has been 
brought into service by the Victorian Rail- 
ways Commissioners. It is a hospital on 
wheels and would prove an invaluable 
first-aid and medical attention base in the 





Ambulance equipment ready for use, with tarpaulin 
extended to form a tent for doctors and patients 








event of a train accident involving per- 
sonal injury. The ambulance could be 
rushed by road to the scene of a train 
mishap, and immediately on arrival would 
become the base for first-aid treatment, 
or serve for a major operation. 









Left-hand wall of van with cover open to form 
a canopy and give access to the medical stores 
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The body of the ambulance has been 
built on the chassis of a lend-lease Ford 
3-ton, 4-wheel drive lorry. One wall |ifts 
from the outside in three flaps, forming 
a roof. It discloses three cupboards, iwo 
of which are identical and also coriain 
dressings, drums, antiseptics, and complete 
emergency medical kits, including amputa- 
tion saws, artery forceps, probes, and 
scalpels. 


Equipment Easily Accessible 

The third cupboard holds basins, stcrile 
towels, soap, a 3-gal. container of  boil- 
ing water, and various vessels. Being on 
the outside of the van, the three cupboards 
are easy of access and permit a number 
of doctors to operate simultaneously. All 
bottles are numbered, instruments fit into 
clips, and no item is concealed behind 
any other item. 

Inside the ambulance, in readily acces- 
sible cupboards, is a variety of medical 
stores. There are six portable cabinets 
each containing first-aid requirements, 
which can be carried direct to casualties, 
a dozen stretchers, large numbers of 
splints, spine-boards, blankets, towels, sup- 
plies of bandages, extra dressings, and 
compartments for hot water and tea. A 
canopy can be erected over the whole 


ambulance, enclosing it within its own 
tent. 
Lighting comes from. six reflector 


lamps as well as from lights built into 
the van. A large number of portable 
hand lights is carried, 





RECOVERY OF “ PLUTO” PIPELINE.—The 
work of unloading the “Pluto” pipeline, 
which delivered petrol from this country 
to the Allied armies on the Continent, 


is being carried out at Southampton 
Docks, Southern Railway. The cable ship 
Empire Ridley, which assisted in the 


original laying of the pipeline, is being 
employed in reclaiming it from the 
Channel. Nearly 80 miles of salvaged 
pipeline are delivered on to the special 
dock site on each trip. Unloading is 
effected by means of pylons more than 
§0 ft. high, over which the cable is drawn 
up from ship to shore by means of elec- 
trically-operated sheaves or pulleys. As 
it descends, a gang manceuvres it to form 
two coils, 50 ft. in diameter and 16 ft. 
high. The total length of cable in each 
coil will be about 30 miles. We understand 
that subsequently this cable will be cut into 
standard lengths on site for eventual des- 











patch by rail. The salvage operations, 
moreover, are expected to extend over at 
least a year. 


IMPORTS OF FLOWERS FROM THE RIVIERA. 
-Early cut flowers grown out-of-doors on 
the French Riviera are now arriving in 
this country at the rate of two or three 
tons daily. They are carried across France 
by rail in insulated and ventilated railway 
vans. By this means the flowers arrive 
here perfectly fresh after a journey of 
from three to four days from the South of 
France. The British Government has 
authorised the importation of a total of 
500 tons up to February 15. This is equal 
to about 20 per cent. of the pre-war 
traffic. A_ selection of some of these 
Riviera flowers was on show last week at 
the offices of French Railways Limited, 
179, Piccadilly, London, W.1. 


RAILWAY STOCKHOLDERS JOINT Com- 
MITTEE.—The British Railway Stockholders 
Union and the L.N.E.R. Stockholders Asso- 
ciation announce the formation of the Rail- 
way Stockholders Joint Committee, to 
organise the strongest opposition of all rail- 
way stockholders to the Transport Bill. The 
joint committee is constituted as follows: 
Sir Charles Stuart-Williams (Chairman), 
Mr. Ernest Short and Major Russell Croft 
(British Railway Stockholders Union); Mr. 
Kenneth Scott Adie, Mr. Austin E. 
Kavanagh and Air Commodore C. J. R. 
Turner (L.N.E.R. Stockholders Associa- 
tion). Air Commodore Turner and Major 
Croft will act as Joint Secretaries of the 
committee, with offices at 25, Victoria 
Street, London, S.W.1 (telephone: Abbey 
1193). Protest meetings against nationali- 
sation are being held in Glasgow on Janu- 
ary 20, Leeds on January 22, and Birming- 
ham on January 24. 
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New Streamline Trains in U.S.A. 


Aluminium-alloy coaches save about 34 per cent. in weight 
as compared with conventional heavy-steel construction 


Coach interior with smoking lounge in foreground 


HE first of four post-war streamline 
trains built for the Louisville & Nash- 
ville Railroad by the American Car & 
Foundry Company at its St. Charles, 
Missouri, works was delivered on Novem- 
ber 1, 1946. The remaining streamliners 
are well on the way to completion, and it 
is expected that all four trains will be 
placed in regular service shortly. 

After an exhibition tour, two of the 
trains—“* The Humming Birds ’—will be 
placed in service on fast day runs between 
Cincinnati and New Orleans, and the other 
two— The Georgians *—will operate be- 
tween St. Louis and Atlanta, using the 
Nashville, Chattanooga & St. Louis Rail- 
way between Nashville and the Georgia 
capital. As will be seen from the illus- 
trations accompanying this article, these 
trains incorporate the latest in modern 
travel comfort. 


Use of Aluminium Alloy 

Each train will consist of one lounge 
coach, two de luxe coaches, diner, tavern- 
lounge coach, and two partition coaches, 
the dimensions common to all types of 
coach being 85 ft. in length, 10 ft. over 
side posts, and 13 ft. 6 in. roof height 
above rail. By the use of aluminium 
alloys, the basic weights of these coaches 
will represent a saving in weight of ap- 
proximately 34 per cent. in comparison 
with equivalent coaches of conventional 
heavy-steel construction. 

All the coaches were designed specially 
to meet the operating requirements of the 
Louisville & Nashville Railroad, and the 
details were worked out by the Department 
of Industrial Design of the A.C.F. The 
coaches are so designed that they will ap- 
pear as a unit streamline train, this appear- 
ance being aided by the exterior colour 
treatment of a near-royal blue in continu- 
ous horizontal panels interspaced by 
flutings above and below the windows, 
each coach, in turn, being individually set 
apart from the others by its own distinc- 
tive name in gold on a field of blue 
arranged on the sides of the individual 
coaches. 

Each de luxe coach seats 60 passengers, 
and possesses features ensuring every 


luxury and comfort, including deep re- 
clining and revolving seats, large full- 
vision windows, roomy luggage racks 
with individually-controlled fluorescent 
lighting recessed in the bottom of the lug- 
gage racks at each seat, loud-speaker sys- 
tem for station announcements, music, 
etc., and spacious washrooms. 

In addition to the individually con- 
trolled fluorescent lights at each seat, the 
general coach illumination includes soft, 
restful, rectangular wells of light recessed 
in the ceiling, giving direct light to the 
aisles, which, in turn, are flanked on either 
side by continuous air diffusers which pro- 
vide an outlet for the conditioned air. 
The colour scheme has been developed 
in varying shades of red and brown set 
off by a pale ivory ceiling. 

The partition coaches are a counterpart 
of the de luxe coaches in interior appoint- 
ments, colour scheme, etc., and seat 58 
passengers, space for 10 of whom is 
arranged in a lounge section complete with 
individual chai:s, reading lamps, etc. 

The tavern-lounge coach is arranged 
in two sections. The lounge section seats 
28 passengers, and is separated from the 
tavern section by a. bar; the tavern sec- 
tion seats 24 passengers. At the end of 
the coach are washrooms, lockers, and an 
office which houses the loud speakers and 
amplifier system controls. 

The lounge section achieves a club-like 
atmosphe-e with its intimate grouping of 
comfortable chairs interspersed with two- 
seat sofas. Windows are arranged for the 
fullest vision possible. The colour scheme 
here is warm and pleasant, shades of light 
reds in the carpeting blending into the 
chartreuse and rust set-out in the lounge 
chairs. Medium light green is carried 
through the wainscot, with a lighter shade 
of green above the windows, terminating 
in a cream ceiling. Dark tan curtains are 

divided at intervals with horizontal stripes 
of red to simulate venetian blinds. 

A stainless steel kitchen and pantry occu- 
pies one end of the coach. The middle 
portion presents a foyer with access to the 
dining room. A full-height square-etched 
panelled mirror, from floor to ceiling, on 
the partition at the pantry replaces the 
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customary sideboard, tending to increase in 
depth the dining room which adjoins the 
foyer and seats 48 passengers, arranged 
around 12 dining tables. 

Each coach embodies the same basic 
construction designed to meet United 
States Post Office as well as A.A.R. speci- 
fications for the construction of new pas- 
senger rolling stock. All materials used 
in the coach framing are aluminium alloys, 
with the exception of the bolsters, cross- 
bearers, and end sills, which are of low- 
alloy high-tensile steel. The cast-steel in- 
tegral buffer casting extends through the 
bolster, and all are assembled by riveting. 
Special extruded aluminium-alloy sections 
are used for framing members. 


Constructional Features 


The side frames are of girder construc- 
tion. The side sills are of special ex- 
truded aluminium alloy, with a vertical 
web to which the side posts are attached 
as well as having integral flanges for sup- 
porting the floors; the side sheets and posts 
are attached to a special extruded alu- 
minium-alloy tee, in turn attached to the 
extruded side sills. 

The horizontal lines of rivets in the side- 
frame construction above and below the 
windows are concealed by aluminium-alloy 
alumilited snap-on mouldings running the 
full length of coach and closed at the ends 
by matching cast-aluminium end covers. 
The exposed vertical lines of side-frame 
rivets have a low oval-head rivet of special 
design. 

For end-frame construction are used two 
8-in. aluminium-alloy extruded I-beam sec- 
tions with a web thickness in the lower 
portion to meet the A.A.R. sheer resist- 
ance requirements. The intermediate end 
posts are 3-in. aluminium-alloy “Z” 
shapes and the corner posts a special ex- 
truded aluminium section. 

The roof frame is made of 3-in. 
aluminium alloy extruded “ Z”-section 
carlines with five lines of extruded “ Z ”- 
section purlines. The roof sheets are of 
aluminium alloy riveted to the framing 
with aluminium mushroom-head rivets. 
The longitudinal floor stringers are 
aluminium alloy “ Z” shapes supported on 
underframe cross-members. Keystone floor 
sheets } in. high are applied to the longi- 
tudinal stringers, the upper grooves being 
filled with lightweight composition floor- 
ing 

Both ends of all the coaches have sheet- 
rubber closures following the outside con- 
tour and forming a continuous line when 
the coaches are coupled. 

Westinghouse H.C.S. electro-pneumatic 
brakes with D.22 control valves are ap- 
plied on all coaches. Each bogie has two 
brake cylinders centrally located in each 
side with Simplex clasp-brake equipment. 

Safety jet-stream air-conditioning equip- 
ment with vapour controls, mounted under 
the coach, supplies air to the coaches, and 
is of 7-ton capacity. The conditioned air 
. distributed uniformly through two 

diffusers running the length of the coach 
beneath the ceiling. 

Four-wheel bogies are used on all 
coaches, with 54 in. x 10 in. journals, and 
equipped with Hyatt roller bearings. The 
36-in. rolled-steel wheels are ground after 
mounting to give better riding qualities. 
The bogies are of the single-drop equaliser 
type with Commonwealth alloy cast-steel 
frames having pedestals cast integral. Both 
equalisers and bolster springs are of helical 
coil design in alloy steel. Vertical motion 
is controlled by Monroe shock absorbers 
and the bogie bolsters are restrained by 
rubber-cushioned bolster anchors. 
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RAILWAY 


PERSONAL 


eae Latham has been re-appointed a 

nber of the London Passenger Trans- 

: Board for a further three years from 
nl ary 20, 1947. 


Mr. Percy Acton Clews, European 
Manager, Canadian National Railways, 
who, as recorded in our January 10 issue, 
is retiring on January 19, was born at 
Rock Ferry. Cheshire, on January 19, 
1882, and joined the Grand Trunk Rail- 
way at Liverpool in 1907. He was ap- 
pointed London City Agent and Acting 
Raed, Antwerp, Belgium, in 1910, and 
Assistant to European Traffic Manager in 
1919. On the consolidation with Cana- 


Mr. P. A. Clews 


European Manager, Canadian National 
Railways, 1932-47 


dian National Railways, he was made 
General Freight Agent in charge of Con- 
tinental Traffic. Mr. Clews was appointed 
European Traffic Manager in 1924, and 
European Manager in 1932. He repre- 
sented Sir Henry Thornton in the Trans- 
portation Section of the League of 
Nations, and the International Railway 
Congress. During the recent war Mr. 
Clews was on the committee of the Cana- 
dian Red Cross and Canadian Y.M.C.A., 
and Vice-Chairman of the Dependents Ad- 
visory Board. He acted as technical ad- 
viser to the Canadian Government Repre- 
sentative on the United Maritime Autho- 
rity. He is a Past-President of Canadian 
Chamber of Commerce in Great Britain, 
and a Governor of Cranleigh School and 
Maidenhead Hospital. He remains Chair- 
man of Canadian National Railways 
(France), which owns the Hotel Scribe 
building in Paris. On January 21 Mr. 
Clews is to receive a presentation from 
the European staff and will be entertained 
to dinner by officers of the C.N.R. 


The Argentine Government recently 
announced the names of those who will 
form the technical advisory sub-com- 
mittee to be set up in accordance with 
Clause B of the Anglo-Argentine Railway 
Agreement, as follow: Sefior Alberto 
Fretes (Chairman), Assistant Manager of 
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the Central Bank of Argentina, in charge 
of Union Telephone Affairs; Sefior José 
Terza, Assistant to the Secretary of the 
Board of the Central Bank of Argentina; 
Sefor Jorge Alvarez, of the National 
Railway Board; Sefior Roberto Ares, 
Director-General of Economic Matters, 
Ministry of Foreign Affairs; and Sefior 
Oscar Pelliza, Chief of the Political & 
Economic Section, Ministry of Finance. 


Mr. H. N. Edwards has been appointed 
a Special Director of the Metropolitan- 
Cammell Carriage & Wagon Co. Ltd., as 
from January 1, 1947. While Mr. A. J. 
Boyd, Managing Director, is abroad on 
the company’s business, Mr. Edwards will 
act on his behalf. 


The late Mr. G. W. Wyles 


Signal & Electrical Engineer, New Zealand 
Government Railways, 1929-47 


Mr. G. W. Wyles, A.M.LE.E., 
M.LR.S.E., Signal & Electrical Engineer, 
New Zealand Government Railways, whose 
death we recorded last week, was to have 
retired from that position next March, Mr. 
Wyles received his training with the W. R. 
Sykes Interlocking Signal Co. Ltd., and 
subsequently became Assistant Engineer to 
the London & South Western Railway. He 
was appointed Signal Engineer to the Bom- 
bay, Baroda & Central India Railway 
(broad gauge) in 1907, and to the Raj- 
putana-Malwa (metre gauge) section in 
1912. He joined the New Zealand Govern- 
ment Railways in 1916 as Assistant Signal 
& Electrical Engineer, and was appointed 
Signal & Electrical Engineer in 1929. Mr. 
Wyles had contributed articles to The 
Railway Gazette, including that on “ Cen- 
tralised Traffic Control in New Zealand,” 
published in our October 5, 1945, issue. 
An abstract of his paper read before the 
Institution of Railway Signal Engineers in 
January, 1938, on the subject of “ Signal- 
ling Developments in New Zealand,” ap- 
peared in our issue of January 28 of that 
year. 


We regret to record the death on 
January 4, at the age of 71, of Mr. William 
Crafnant Mould, V.D., sometime Deputy 
Chief Mechanical Engineer, East Indian 
Railway. 


NEWS SECTION 


The Minister of Transport has ap- 
pointed Sir Archibald McKinstry to be the 
second member of the Road & Rail Ap- 
peal Tribunal constituted under the Road 
& Rail Traffic Act, 1933, for three years 
from January 1, 1947. Sir Archibald 
McKinstry is Deputy-Chairman (late 
Managing Director) of Babcock & Wilcox 
Limited. 

Mr. A. L. Castleman, M.Inst.T.; who, as 
recorded in our January 3 issue, retired 
at the end of 1946 from the position of 
District Goods Manager, London, 
L.M.S.R., entered the L.N.W.R. service at 
Camden ‘Goods Station, London, in 1901, 
and subsequently obtained experience in 
various sections of the Goods and Traffic 


Mr. A. L. Castleman 


District Goods Manager, London, 
L.M.S.R., 1929-46 


Departments in London, Crewe, Leeds, 
Bangor, and elsewhere. In 1913 he was 
appointed Assistant District Goods Mana- 
ger, Rugby, transferred to a similar posi- 
tion in the Manchester District later, and 
to Liverpool in 1919. In the next year 
Mr. Castleman was appointed Assistant 
to Outdoor Goods Manager of the 
Northern Division, and in 1922 became 
Assistant to the General Superintendent 
in Manchester. Towards the end of 1923: 
he was appointed Acting District Goods 
Manager in Manchester for both L.N.W. 
and Midland sections of the L.M.S.R. In 
1925 he became District Goods Manager 
at Warrington, and in the same year was 
transferred to the corresponding position 
in Manchester. Mr. Castleman was ap- 
pointed District Goods Manager, London, 
in 1929. He is a member of the execu- 
tive committee of the British Railway 
Officers’ Guild; a member of the Worship- 
ful Company of Carmen; a Foundation 
Member, and three times Member of 
Council, of the Institute of Transport: 
and first Chairman of the newly-formed 
Metropolitan Section of the Institute of 
Transport. He is also Senior Member of 
the Metropolitan Conference of Railway 
Companies; Executive Member of the 
Thameside Development Board; and a 
member of the Safety First Council. Mr. 
Castleman’s retirement brings to an end 
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100 years of family connection with trans- 
port, as his grandfather entered the service 
of Chaplin & Horne in the old stage coach 
days, and his father was a former London 
District Goods Manager in the days of 
the L.N.W.R. Mr. Castleman’s uncle. 
Mr. C. Castleman, was Chairman of the 
L.S.W.R. from 1873 to 1874. 


Mr. William Ellerington Bulman, B.Sc. 
(Eng.) (London), A.M.LC.E.,  A.M.1. 
Mech.E., who, as recorded in our issue of 
December 27 last, has recently been ap- 
pointed Chief Mechanical Engineer, Tan- 
ganyika Railways & Ports Services. was 
born in Canada on July 6, 1904, and came 
to Great Britain in 1916, and went to 
King Alfred’s School, Wantage. In 1921 
he became an articled pupil to the late 
Mr. C. T. Hurry Riches (Locomotive 





Bulman 


Mr. W. E. 


Appointed Chief Mechanical Engineer, 
Tanganyika Railways & Ports Services 


Superintendent, Rhymney Railway), and 
from 1924-28 he served with the Great 
Western Railway. He resigned to join 
William Beardmore & Co. Ltd., and later 
was on the staff of the Superheater Co. 
Ltd. In 1930 he was appointed Assistant 
Locomotive Superintendent, Tanganyika 
Railways, and in 1940 he became District 
Mechanical Engineer, in charge of Dar-es- 
Salaam workshops. In 1936 Mr. Bulman 
travelled through South Africa, Rhodesia, 
the Congo, Angola, Nigeria, and the Gold 
Coast, to observe railway conditions and 
working. In October and November, 
1946, he visited Canada and the U.S.A.. 
and he is at present in England; he ex- 
pects to return to Tanganyika next month. 
The Tanganyika Railways & Ports Ser- 
vices now operate extensive road motor 
services for passengers and goods, running 
4,000.000 vehicle-miles a year. As Chief 
Mechanical Engineer, Mr. Bulman has 
‘esponsibility for the mechanical mainten- 
ance and operation of the vehicles. The 
passenger and goods bodies are constructed 


completely in the Dar-es-Salaam _ work- 
shops. 
Sir Frederick Bain, Deputy-President 


of the Federation of British Industries, 
has been nominated President. This nomi- 
nation will come before the annual general 
meeting of the Federation in April, when 
Sir Clive Baillieu will retire from the 
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Presidency, having held office for two 
years. Sir Frederick Bain is a Deputy- 
Chairman of Imperial Chemical Industries 
Limited. 


C.P.R. CHAIRMAN & PRESIDENT 
Mr. D. C. Coleman, Chairman & Presi- 
dent, Canadian Pacific Railway, is retiring. 
Mr. W. M. Neal, Vice-President, is to 
succeed him in those posts. Mr. G. A. 
Walker, Vice-President & General Counsel. 
has been elected Vice-President and a 


Director. Mr. Coleman remains a 
Director. 

Mr. J. W. Terry, M.C.. Indoor Assis- 
tant to the Stores Superintendent, 


Southern Railway, who, as recorded in our 
January 3 issue, has been appointed Assis- 
tant Stores Superintendent, was educated 
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1926 transferred to the Chief Civil Engij- 
neer’s Construction Office, returning to the 
Signal Engineer's Department, L.N.&.R., 
Liverpool Street, later the same year. In 
1936 Mr. Derbyshire joined the Signe! & 
Telegraph Engineer’s Deparin ent, 
L.M.S.R., at Euston, as Technical As-ist- 
ant, and in 1937 was appointed Deve op- 
ment Assistant to the Signal & Teleg:aph 
Engineer. In 1941 his services were ent 
to the Ministry of Supply, and he bec me 
Deputy Assisiant Director of Transpo :ta- 
tion & Equipment. In the next year he 
was promoted to be Assistant Direc‘or, 
Directorate of Royal Engineer Equip- 
ment. He returned to the Signal & Tele- 
graph Engineer’s Department, L.M.S R.. 
at headquarters, in 1943, and in 1944 - 
appointed Assistant (Development & 
Works). 





Mr. J. W. Terry 


Appointed Assistant Stores Superintendent, 
Southern Railway 


at Whitgift Middle School, Croydon, and 
joined the L.B.S.C.R. in 1908 as a junior 
clerk in the Storekeeper’s Office at New 
Cross. He volunteered for military ser- 
vice in August, 1914, and joined the Lon- 
don Rifle Brigade, serving with that regi- 
ment until April, 1919. He was wounded 
at Ypres in 1917, subsequently received a 
commission, and was awarded the M.C. 
Mr. Terry took over the Contracts Sec- 
tion of the Storekeeper’s Department on 
his return from military service, and at the 
amalgamation in 1923 was appointed to 
the Purchasing Section of the Southern 
Railway at Waterloo. Later in the same 
year he was transferred to the Sales Sec- 
tion, of which he took charge in 1938. 
He was appointed Chief of the Purchasing 
Section in 1940, and in August, 1945, be- 
came Indoor Assistant to the Stores Super- 
intendent. 


Mr. C. G. Derbyshire, B.Sc.(Eng.), 
M.I.R.S.E., Assistant (Development & New 


Works), Signal & Telegraph Engineer's 
Department, Watford H.Q., L.M.S.R., 
who, as recorded in our issue of October 


4 last, has been appointed Signalling 
Assistant to Signal & Telegraph Engineer, 
Watford H.Q., joined the Chief Civil 
Engineer’s Signal Department, Great 
Eastern Railway, as an apprentice in 1918. 
In 1922 he was appointed Junior Assist- 
ant, Signal Engineer’s Department, and in 


Mr. C. G. Derbyshire 


Appointed Signalling Assistant to Signal 
& Telegraph Engineer, L.M.S.R. 


Mr. W. Hupkes, President of the Nether- 
lands Railways Company, has retired from 
that position, and has been appointed a 
Director. He has been succeeded as Presi- 
dent by Mr. F. Q. den Hollander. 


We regret to record the death on Janu- 
ary 12. at the age of 69, of Sir George 
Collingwood Clements Hamilton, Bt., 
Chairman of the White Pass & Yukon 
Railway Co, Ltd. 


We regret to record the death on Janu- 
ary 4 of Mr. Bertram Frederick Higman. 
sometime Chief Commercial Manager, East 
Indian Railway. 

The following commissions and promo- 
tions have been gazetted recently, under 
the heading of Territorial Army—Royal 
Engineers: Engineer & Railway Staff 
Corps:—Joseph Rawlinson, M.I1.C.E.. 
M.I.Mech.E., to be Major, December 11, 
1946; Major T. F. Cameron (late R.E.) to 
be Lt.-Colonel, December 28, 1946, with 
seniority, July 2, 1946; Lt.-Colonel L. 
Leighton, M.I1.C.E., M.I.Mech.E., 
A.M.LE.E., to be Colonel, December 18, 
1946; Major W. P. Shepherd-Barron, M.C., 
T.D., M.L.C.E., M.I.Mech.E. (late R.E.), to 
be Lt.-Colonel, December 18, 1946; A. C. 


Hartley, C.B.E., B.Sc., M.LC.E., 
M.I.Mech.E., to be Major, December 21, 
1946. 
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Ministry of Transport : Accident Report 
Hatfield, L.N.E.R.: July 15, 1946 


Lt.-Colonel G. R. S. Wilson inquired 
into the derailment which occurred at about 
730 p.m. on July 15, 1946, about 4 mile 
short of Hatfield, L.N.E.R. The 7.5 p.m. 
express, Kings Cross to Aberdeen, com- 
prising 14 bogie vehicles, hauled by 2-6-2 
“V2” class engine No. 3645, was travel- 
jing on the down main at about 60 m.p.h., 
when all wheels, except the leading pony 
of the engine and rear bogie of the last 
vehicle, an L.M.S.R. van, left the rails. 
This van was screw-coupled to the vehicle 
in front, and the engine was attached by 
the tender screw coupling; otherwise the 
train was Buckeye-coupled throughout. 

All couplings held for some 300 yd. be- 
yond the first mark of derailment, when 
the tender shackle became detached, 
causing the train to lose the restraining 
effect of the partly derailed engine. The 
leading coach broke away to the left and 
was wrecked, its underframe being thrown 
upside down on the embankment. The 
following two coaches were violently over- 
turned, and the next partly, and pene- 
trated by a torn-up rail. The positions of 
the engine and vehicles after coming to 
rest are shown, together with other facts 
relating to the accident, on the diagram 
on page 82, reproduced from the report. 

Out of nearly 400 passengers, only 11 
were injured and detained in hospital. 
Assistance was speedily forthcoming. All 
four roads were blocked, and there was 
considerable damage to permanent way, 
but they were again open for traffic at 
7.35 p.m. the next day, a most creditable 
achievement, especially as there was heavy 
rain throughout the night. The day and 
previous day had been cool, with a little 
rain, following a week of warm, dry 
weather. 

As part of the normal renewal pro- 
gramme, the down main had been re- 
sleepered and rechaired on June 30 from 
1,126 yd. in rear to 174 yd. ahead of the 
point of derailment, using again the 100- 
lb. R.B.S. rails, a little worn, with only 
slight side cutting. All sleepers had been 
chaired in the depot and the curve was 
relaid to the existing monuments between 
up and down main, to a cant of 23 in., 
the company’s standard for 80 m.p.h., 
allowing a deficiency of 24 in. below the 
theoretical 5 in. on a 76-ch. radius. The 
old ballast, riddled in dry weather, had 
been used again, and was not open to 
any real criticism. Colonel Wilson saw 
no signs of wet formation. The gauge of 
the down main was found by him to be 
accurate, or very nearly so, for 600 yd. in 
rear of the point of derailment. 

The curve appeared regular to the eye, 
and the track generally in good order. 
Actual cant measurements taken on July 
17 at 45 ft. intervals are shown on the 
drawing, Fig. 2, with dotted line indicat- 
ing the 2.75-in. cant to which the curve 
had been packed and levelled finally on 
July 3. The high rail had gone down 
appreciably under traffic, general reduc- 
tion of cant becoming more marked as 
the point of derailment was approached, 
as the following averages show:— 


AVERAGE CANT, JULY I7, 1946 


Pegs 50 to 40 (150 yd.) 2°50 in. 
Pegs 40 to 30 (150 yd.) 2°47 in. 
Pegs 30 to 20 (150 yd.) see sai 2:13 in 
Peg 20 to point of initial derailment ; 

(2s ye) xc wap bi ion =e 2:07 in. 


Colonel Wilson directs attention to the 
local variations in Fig. 2, particularly be- 


tween pegs 30 and 20 (maximum 0.45 in. 
in 45 ft.); also the low point of the high 
rail, 2.25 in.-1.75 in.-2.25 in., at site of 
derailment. The latter was the maximum 
variation in the length examined, namely, 
0.50 in. in 45 ft. representing a cant 
gradient of 1 in 1080. 


The Locomotive 

Engine No. 3645 was stabled at Don- 
caster. It is a heavy, powerful 3-cylinder 
mixed traffic machine with 6-ft. 2-in. 
coupled wheels, weighing in working 
order, with tender, 145 tons 2 cwt. The 
class—184 in all—has proved a useful 
general service design and free running up 
to 75 m.p.h., but its place is being taken 
in new construction by a 4-6-2 design, also 
with 6-ft. 2-in. drivers. Built in 1942, the 
engine had run 184,591 miles, and 30,177 
since the last general repair in January, 
1946. These engines usually run about 
70,000 miles between such repairs. 

The middle driving wheels have thin 
flanges. Centre of gravity is shown in the 
figure. The leading pony truck frame is 
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some scoring on the running edge, and for 
65 yd. by sinuous distortion without 
material widening of gauge. Onwards 
keys were crushed, and chairs marked on 
the outside, or broken, with inside mark- 
ing on the high chairs. Evidence of a 
“carried” wheel or wheels continued for 
64 yd. beyond the end of the flange mark, 
where a low rail was released by fishbolt 
fracture, after which the down main was 
completely broken up for 235 yd. This 
damage (indicated in Fig. 1, 4, and 5) and 
other details, combined with the destruc- 
tion of the down slow for 192 yd. and 
severe damage to the up main for a 
corresponding distance, led Colonel Wilson 
to think that the leading vehicles were 
thrashing from side to side under the hap- 
hazard movement of their bogies, under 
some restraint by the engine, which 
became detached when the tender shackle 
left the drawhook of the leading coach. 


The Course of Events 
There was reliable evidence that the 
speed was 58 m.p.h. immediately before 
the derailment. The driver said the en- 
gine was in very good condition and ran 
steadily until just after passing the cottage 
shown on the plan (Fig. 1), when there 





Clearing the track after the Hatfield accident 


pivoted in rear of the main frames at a 
radius of 6 ft. 63 in., with side control by 
8 swing links, with no frictional damping, 
keeping the engine parallel transversely 
with the pony axle at all stages of side 
displacement. Side force is zero at zero 
displacement, and with 11 tons on the 
axle rises to 4 tons at maximum displace- 
ment of 44 in. In practice, the weight is 
increased materially at the expense of that 
on the coupled wheels, as the front of the 
engine is lifted by the swing links and re- 
storing force proportionately increased. 

The rear radial carrying axle has lubri- 
cated bronze Cartazzi slides, inclined at 1 
in 10.66. With 164 tons on the axle, the 
actual restoring force is constant at 1.55 
tons, but in practice is slightly increased 
as more load comes on. The tender draw- 
bar has a coil spring keeping it against 
the engine with a pressure of 12 tons. Side 
safety links are not normally in tension. 
There are no side buffers. 

The first sign of derailment was a single 
light flange mark crossing the right-hand 
rail in approximately 24 ft., preceded by 


was a heavy roll or lurch to the left, much 
more violent than the slight rolling usual 
there with a fast train. He felt no return 
roll and “a few seconds” afterwards 
violent vibration showed the engine to be 
derailed. 

Making a full brake application, he 
did not look back until the speed had 
been reduced appreciably, when the engine 
had parted from the train and the coaches 
were “ going all over the place.” He was 
certain the engine became derailed before 
the tender, and the tender before the 
coaches. He had no impression that the 
engine had encountered an obstruction, and 
could not say which of the engine wheels 
were derailed first. 

The fireman thought the violent lurch 
took place before the cottage was reached. 
It was the worst he had ever known, and 
he thought the engine was going right over. 
The signalman at Red Hall box, 1,100 yd. 
in rear, noticed nothing unusual. 

Two boys, sitting at the top of the cut- 
ting about 70 yd. beyond the initial point, 
observed the whole sequence of the derail- 
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ment. They noticed marked and unusual 
movement between engine and tender, and 
then the front of the leading coach and 
rear of the tender seemed to jump into the 
air. One thought the engine wheels, the 
other, the tender wheels, came off first. 

The District Engineer and Chief Per- 
manent Way Inspector said the sleepers 
and chairs were renewed on June 30, the 
old rails being re-used, the track being 
levelled that day to fit it for 20 m.p.h., but 
not re-ballasted. Final adjustment of line 
and level was completed by July 3, 
although all ballast was not replaced until 
July 6. The speed restriction was kept in 
force until July 11 (a Thursday) owing to 
the warm weather, which continued until 
the end of the week. There was no track 
distortion. Temperature dropped con- 
siderably on the Saturday. It was cool 
on Sunday, and on the Monday evening, 
when the derailment occurred, tempera- 
ture was about 60° F. 


State of Track 

On July 11, the Chief Inspector had ex- 
amined the track and was satisfied with 
the alignment and cant, and at 4 p.m. the 
speed limit was raised to the general over- 
all 60 m.p.h. He considered that the 
diminution of cant measured on July 17 
had been caused by weight of traffic, since 
removal of the restriction. The high rail 
had gone down slightly more than he 
would have expected. The local variations 
of cant neither witness considered serious, 
although the Chief Inspector thought the 
low point on the high rail would have 
been noticeable and should have had at- 
tention. He was, however, certain that 
the variation was not present on July 11. 

Neither of these witnesses could account 
for the derailment, and the District En- 
gineer thought that the track distortion in 
rear of the first mark was caused by the 
irregular movement of the train as 
vehicles ahead were derailed. 

A Permanent Way Inspector was entirely 
satisfied with the general condition of the 
road on the evening of July 14; it looked 
“a beautiful piece of road.” He did not 
check the cant or see any train pass. He 
thought the variations were due to some 
sleepers being more heavily packed than 
others. Shovel packing was the general 
practice in the district, although discre- 
tion was allowed to pack with beaters, if 
preferred. The rail creep, which had been 
noticed by Colonel Wilson, was thought to 
be due possibly to the warm weather in 
the previous week, but there was a small 
expansion gap at every joint on July 14. 

A sub-ganger found nothing unusual 
when examining on the morning of the 
accident. He took particular care to ex- 
amine by eye line the level of the down 
main, and had remarked what a good 
piece of road it was. He had not needed 
to do any work on it since relaying gangs 
left it on July 11. “It was left perfect ” 
and he had “had no need to touch it.” 

The driver concerned found running 
quite normal the evening before, traversing 
the curve at 50 to 60 m.p.h. with a Pacific 
type engine, and ather drivers—one of 
whom passed 12 min. before the derail- 
ment—gave similar evidence. 


Examination of the Engine 

Inspection of the engine at Peterborough 
on July 14 had revealed nothing amiss 
which could have affected running. 
Colonel Wilson examined it after it was 
stripped at Doncaster, and found such 
material damage as there was to be at- 
tributable to the derailment. The wear 
in the pony swing links did not affect the 
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side control action, and the Cartazzi slide 
surfaces were in good condition and well 
lubricated. The greatest increase in side 
play due to wear was found in them and 
amounted to #$ in. Two of the four coil 
springs of the pony axle were found 
broken, one on each side; the fractures 
were of long standing and the springs had 
closed. Such fractures are not unusual. 
The remaining springs, on engine and 
tender, were in good order. 

Engine and tender were weighed before 
stripping with the results shown in the 
table. 

There was appreciably less weight than 
standard on the coupled axles, and more 


— Designed weights 


R.H. L.H. 
Tons cwt. Tons cwt. 
Engine | 
Pony rer a ee 5 10 5 10 
Leading ... she oe 10 16 10 16 
Driving ... ov évn en) a 
Trailing ... sae sata 11 0 11 60 
Cartazzi ... “ rie . 3 & & 
Total ae 46 II 46 Ii 
Tender 
Leading .. ow — 8 4 8 4 
intermediate... ‘ie 8 10 8 10 
Trailing po aie 9 6 9 6 
Total as 26 6«~OO 26 «0 


Water in gauge glass 
Coal in firebox 
Water in tank 

Coal in bunker 


4in. 


on the carrying axles; with 1 ton 11 cwt. 
excess weight on the pony axle, which was 


not derailed, despite the broken coil 
springs, 
Irregularity in the tender weights 


probably was accounted for by straining of 
its main frames and axlebox damage. 
Generally, the engine appeared to be in 
normal condition, and side play was no- 
where excessive. Routine examination of 
the coaches before running empty to Kings 
Cross revealed no defects, and nothing to 
account for the accident was found when 
the bogies of the four leading vehicles 
eventually were inspected at Doncaster. 

The “V2” class engines were not con- 
sidered to have any special reputation for 
causing unfair lateral stress to the track, 
and all the drivers interviewed by Colonel 
Wilson concurred in saying there was no 
great difference in the riding of the 
“V2” and Pacific classes; the ‘“V2s” 
were, however, more inclined to sideways 
nosing movement, and the Pacifics to roll- 
ing. 

Travelling on a “ V2” to Grantham, and 
returning from Doncaster on an “ A.1” 
Pacific, Colonel Wilson found both to run 
with remarkable steadiness on straight and 
curved alignment at speeds up to 70 
m.p.h., where the track was in first class 
order, but gained an impression that the 
“V2” class was rather more sensitive to 
local track irregularities at a few points. 
There was, for example, considerable and 
continuous rolling and nosing at 45 to 50 
m.p.h. between Hornsey and Wood Green, 
and the riding there could not be described 
as good. 

Careful search of the track at the scene 
of the derailment failed to find any ob- 
Struction to account for it. Colonel Wil- 
son considered two other cases of derail- 
ments of “V2” engines, at Newark, on 
March 13, 1944, and at Thirsk, on Febru- 
ary 24, 1946. The first was thought to 
have been caused by an obstruction; the 


6 cwt. 
(Full) 18 tons 15 cwe. 
7 tons 10 cwt. 
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second was attributed to excessive speed 
on practically unballasted track, with pos- 
sibly contributory brake action. 


Inspecting Officer’s Conclusions 
Although it was suggested at first that 
the derailment was initiated by one of 
the leading carriage bogies, the combined 
evidence available was held to point to 
the leading coupled wheels as being the 
first to leave the rails. They were kept 
close to the track alignment until breakage 
of fishplate bolts released a joint of the 
low rail, after which events became for- 

tuitous as the track was demolished. 
The sudden check to the engine as it 


LOCOMOTIVE WEIGHTS AS DESIGNED AND AS MEASURED AFTER DERAILMENT 


Actual weights after 
derailment 


Total R.H. L.H. Total 
Tons cwt. Tons cwt. Tons cwt. Tons cwt. 
11 0 6 10 6 | 12 11 
2 io «61 10 19 21 #0 
22 «0 10 4 9 17 20 ~#! 
22 20 10 6 9 14 20 +#O 
16 10 + ae 10 9 19 10 
93 2 46 2 47 0 ws 2 
16 8 6 17 10 17 17 14 
17 0 6 17 5 19 12 16 
18 12 10 12 8 12 19 4 
52 0 24 «6 25 8 49 14 

Zin. 
Nil 
(Full) 18 tons 15 cwe. 
tons 6cwt. 
became completely derailed, probably 


caused violent disturbance at the front of 
the train. It is unlikely that the broken 
pony axle coil springs had any bearing 
on events, but the circumstances, con- 
sidered in conjunction with the Newark and 
Thirsk cases, appeared to suggest that the 
“V2” engines might be more than ordin- 
arily sensitive to any weakness in lateral 
stability of track or cross level imperfec- 
tions. Centring force of the swing link 
pony axle is small in initia] stages of side 
displacement, with little or no damping 
friction, and an undue proportion of the 
guiding force may be developed at the 
leading coupled wheels. These are un- 
favourably placed to exercise the neces- 
sary leverage on‘a long frame with its rear 
under light side control from Cartazzi 
slides. 

If the track is weak laterally, such high 
flange pressure may result in distortion, 
leading directly to derailment, even on 
straight track; imperfections in cross level 
regularity, when all the circumstances com- 
bine exceptionally to building up rather 
than damping out of severe rolling, may 
lead to momentary relief of weight on one 
side. In that case, the leading coupled 
flange on that side, if exercising high lateral 
pressure, would tend to mount the rail. 

This, in Colonel Wilson’s opinion, prob- 
ably was the underlying cause of the derail- 
ment, where the outward heavy roll 
brought relief of weight on the inside lead- 
ing coupled wheel. He was not altogether 
convinced that track distortion 65 yd. in 
rear of the first mark was due to irregular 
movement at the front of the train after 
derailment of the engine. It seemed pos- 
sible that combined rolling and side-to-side 
nosing of the engine may have been re- 
sponsible. He therefore concluded that 
interaction between locomotive and track 
at comparatively high speed, probably was 
the cause of this accident, and that the 
Newark derailment may have been due to 
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a similar effect, though no satisfactory ex- 
planation was forthcoming then. 

There can be no suggestion that slack- 
ness of gauge contributed to lateral oscil- 
lation. Though the new track appeared to 
be in good order, cross levels were found 
to be not so satisfactory. It seemed pos- 
sible that the engine rolling, combined with 
some nosing movement, may have been 
initiated by variations of cant, leading to 
distortion before the new track had be- 
come fully consolidated. The low point in 
the high rail immediately before the flange 
mark may have accounted for the severe 
culminating roll, and, while the underlying 
formattion was solid, imperfect packing, 
which must have accounted for the low 
places, and general diminution of cant, had 
allowed the high rail to go down still 
further under load. Apart from the atten- 
tion which should have been given to the 
obvious low places, the possible effect of 
such imperfections under load requires to 
be borne in mind; otherwise the appear- 
ance of new track, with good finish and 
alignment, may give a false impression of 
security. 


Remarks and Recommendation 

Derailments of this character on straight 
and curved plain line have occurred from 
time to time, and notable instances were 
furnished by a series of 11 derailments in 
India, and many more cases of track dis- 
tortion, in which Pacific type locomotives 
of the “ X” class were concerned. These 
derailments formed the subject of the 
Pacific Locomotive Committee’s investiga- 
tion in 1938, whose report dealt ex- 
haustively with the disturbing forces on a 
locomotive. The general conclusion was 
that the side controlling force exerted by 
the bogie was insufficient, particularly in 
the initial stages of side displacement, and 
this, under Indian track conditions, led to 
a marked tendency to rolling and nosing 
movement (hunting) at a moderate and 
high speed. Modification of bogie design 
to provide strong initial spring control was 
recommended. 

The few derailments, however, in which 
the “V2” class has been concerned, must 
be viewed in relation to the aggregate mile- 
age of nearly 50 millions which has been 
achieved by the 184 engines of the class 
since its introduction 10 years ago; they 
have formed the mainstay of secondary 
express services on main lines. It would 
be unreasonable to suggest that their em- 
ployment on express passenger trains on 


British track represents an unjustifiable 
risk. 
Nevertheless, the tendency to derail- 


ment appears to be present on the rare 
occasions when the various adverse cir- 
cumstances act in combination, though as 
a general rule it is continually masked by 
the solidity and excellent maintenance of 
the permanent way. No more are being 
built, but it is recommended that considera- 
tion be given to improvement of the front- 
end side control, possibly after compara- 
tive investigation of the flange forces de- 
veloped at the leading coupled wheels, by 
the scientific methods now available. 








‘““ParRTY OUTINGS ” OFFICE AT CHARING 
Cross.—The Southern Railway has opened 
a special office at Charing Cross Station 
for dealing with “ Party Outings,’ where 
organisers may call and obtain full in- 
formation concerning travel facilities. The 
hours of opening are: Mondays to Fri- 
days, from 8.30 a.m. to 7 p.m.; Saturdays. 
from 8.30 a.m. to 2 p.m. 
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Southern Railway Staff Training College 


Fortnightly and monthly courses for resident students 





On January 10, Colonel Eric Gore 
Browne, Chairman of the Southern Rail- 
way, accompanied by Sir Eustace Missen- 
den, General Manager, Mr. J. B. Elliot, 
Deputy General Manager, and a number 
of the chief officers, formally opened the 
Southern Railway’s Staff Training College 
at Gorse Hill, near Woking. 

The College is housed in a three-storey 
country mansion built in 1910 and adapted 
to its new use. On the ground floor there 
are: a lecture room, a spacious reading 
room, a large dining room, and a students’ 
common room. Students’ sleeping accom- 
modation is located on the first floor, and 
the second floor is used for domestic staff 
quarters. The grounds and gardens extend 
over 54 acres. Ample provision has been 
made both for outdoor and indoor recrea- 
tion. 


Accommodation is 20 


provided for 


Py 


Mr. Payne handing the key of the college to Colonel Gore Browne 


students. Courses consist of either two or 
four weeks’ duration, and it is anticipated 
that between 250 and 400 students will pass 
through the college each year. Students 
are selected on the recommendation of their 
departmental officers. The Principal of the 
College is Mr. A. C. J. Payne, who, while 
on active service in the recent war, was in 
1942 promoted Assistant Divisional Super- 
intendent, London East Division. He was 
previously an instructor in Signalling, 
Rules & Regulations at the Southern 


Railway Training School, then situated at 
East Croydon. The Bursar of the College 
is Mr. J. M. Leighton-Bailey, B.Sc., pre- 
viously Outdoor Assistant to the Superin- 
tendent of Operation. Specialist instruc- 
tors are being selected by the Management 
Committee on the advice of the company’s 
chief officers. Courses are being arranged 


to cover :— 
Traffic Control, Advanced Opera- 
Advanced Com- tion. , ; 
mercial Station Supervi- 
Continental SiON. . 
Docks and Marine, 
Traffic, 


Labour Relations, 

Elementary Prin- 
ciples of Rail- 
way Work. 


Office Administra- 
tion (Technical 
Depts.) 


The courses will include visits to vari- 
ous stations, yards, offices, etc., on the 





company’s system. At the conclusion of 
a course, a report will be made by the 
Principal on each student’s work, and sent 
to his departmental office. 


OPENING CEREMONY 
Mr. J. B. Elliot, as Chairman of the 
Management Committee, welcomed 
Colonel Eric Gore Browne and thanked 
all concerned for their efforts in obtaining 
furnishing and equipment, which had ex- 
pedited the opening of the college. 
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Colonel Gore Browne, in addressing the 
first complement of students at the open. 
ing ceremony, said that this was yet ap. 
other instance of the interest of the Board 
and the General Manager in the welfare 
of the staff. He hoped ambitious young 
men would avail themselves of the facili. 
ties afforded by the Staff College. In his 
opinion, the Government’s plans for the 
future of transport need not dismay the 
keen young railwayman. Regarding the 
Staff College, he thought it only fair to 
point out that the selection of a candidate 
for a course carried with it no guarantee 
of subsequent promotion. He wanted to 
offer a word of encouragement, hope, and 
confidence to all students. Whatever their 
political views, they must remember that, 
first and foremost, they were railwaymen, 
Whatever the future organisation of trans- 
port under the Government plans, there 
would be even wider scope for the young 
men of the Southern Railway, and they 
should never lose their pride in its traditions, 

Sir Eustace Missenden, in welcoming the 
students, said he had a special interest in 
the fact that the subject selected for the 
first course was “ Traffic Control,” as in 
his early days on the South Eastern & 
Chatham Railway, he, in conjunction with 
their Traffic Manager, Mr. R. M. T, 
Richards, inaugurated a simple form of 
traffic control for returning hop-pickers, 

He hoped that students would have a 
happy and fruitful experience, and that, 
when they returned to duty, they would 
set the tone of the college and encourage 
their friends to compete for the distinc- 
tion. Selection was not necessarily an 
assurance of future success. Students were 
selected because they had shown promise; 
if they did well at the college, the fact 
would be recorded, and, in any case, the 
knowledge they acquired would stand 
them in good stead in the years to come. 
The future held valuable prizes, and it 
was for them to make full use of their 
opportunities. 

Southern Railway officers present, in 
addition to those mentioned, included :— 

Brig. L. F. S. Dawes, Secretary, V. A. M. 
Robertson, Chief Civil Engineer, W. J. 
Sawkins, Chief Accountant, O. W. Cromwell, 
Chief Officer for Labour & Establishment, 
R. M. TT. Richards, Traffic Manager, 
Frank Gilbert, Deputy Chief Officer for 
Labour & Establishment, A. B. MacLeod, 
Stores Superintendent, Lt.-Colonel H. C. 
Prescott, Chief of Police, A. Endicott, Estate 
& Rating Surveyor, C. Grasemann, Public Re- 
lations & Advertising Officer, J. L. Harring- 
ton, Assistant to General Manager, A. E 
Hammett, Commercial Superintendent, S. W. 
Smart, Superintendent of Operation. 


Staggered Hours in Central 
London 


The first of a series of meetings to in- 
augurate the collection of information by 
which pressure on transport services in 
London at the peak hours may be reduced, 
was held in Westminster on January 7. 
The meeting was attended by nearly 100 
representatives of Government depart- 
ments, business undertakings, trade unions, 
trade associations, and chambers of com- 
merce in the Westminster area. This was 
the first of 14 meetings to be held in the 
various zones into which the Central 
London area has been divided. 

Mr. G. R. Strauss, Parliamentary Secre- 
tary to the Ministry of Transport, said the 
meeting had been convened by the Minis- 
try to consider and initiate action for 
getting rid of rush-hour congestion. 

There had been a very considerable 
worsening in the rush-hour problem dur- 
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ing the last year or so for two reasons, 
one of which was the shortening of hours 
of work, so that more people wished to 
travel at the same time than ever before, 
and the other was the shortage of buses. 
But, however many buses were on the 
roads, it would still be impossible to deal 
adequately with the present rush hours. 

Experience had shown that these diffi- 
culties could be overcome provided there 
was sufficient willingness to co-operate 
among those concerned. Definite evi- 
dence had been gained during the war 
years of the immense benefits that arose 
from the staggering of hours. He asked 
the meeting to take this matter very seri- 
ously as a most urgent problem, but one 
that, with their co-operation, could be 
overcome. Mr. Strauss then called upon 
Mr. G. F. Sinclair, Deputy General Mana- 
ger (Road Services), London Transport, to 
put forward the board’s proposals. 

Mr. G. F. Sinclair said that a part of 
the problem confronting the main-line 
railways and the London Passenger Trans- 
port Board today was the carriage of 
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450,000 people into the West End of Lon- 
don betwen 7 a.m. and 10 a.m., half of 
whom were concentrated within one hour 
between 8.30 a.m. and 9.30 a.m.; and a 
similar traffic movement in the opposite 
direction between 4.30 p.m. and 7 p.m., 
during which 300,000 people were carried 
between 5 p.m. and 6 p.m. Despite 
attempts to ease the flow of traffic, con- 
gestion was increasing by reason of the 
return of offices and other establishments 
to Westminster. The board was compelled 
to appeal for a reduction in the maximum 
peak-hour traffic demands for transport by 
at least 20 per cent. in all districts within 
the central area. 

The suggestion was that local transport 
groups should be formed in the 14 Central 
London zones, and all employers having 
100 or more staff would be asked to in- 
form the board through their local trans- 
port group of their hours of work. This 
information would be summarised to 
show the total movement arising in quar- 
ter-hour periods during morning and even- 
ing peak hours. With this information, it 
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would be possible to discuss with the 
groups, and with individual firms, the 
manner in which it might be possible to 
secure adjustments which would give re- 
duced demands for transport during the 
peak hours. 

Answering questions at the close of the 
meeting, Mr. Strauss pointed out that, 
although in some cases people might leave 
work 15 minutes later, they would, in 
fact, reach home 15 minutes earlier be- 
cause of the improved flow of traffic under 
the staggering scheme. He proposed that 
the meeting should form a local transport 
group and appoint a group leader, whose 
business it would be to prepare a question- 
naire on working hours, and to get the 
scheme going. A committee of five mem- 
bers was elected for this purpose. 

In connection with this campaign, Lon- 
don Transport has issued an_ illustrated 
booklet, “The Problem of the Peaks,” in 
which the staggered-hour proposals are 
explained, and suggestions are given for 
the manner in which the local transport 
groups should conduct their work. 











Road-rail co-ordination discussed in letters to ‘‘ The Times” 


The following is a further selection of 
correspondence on the Tiransport Bill 
which has appeared in recent issues of 
The Times :— 

CO-ORDINATION DIFFERENCES 

Recent correspondence in your columns 
on the Transport Bill has failed to bring 
out one of the main differences between 
road-rail co-ordination as understood by 
the railways and large haulers and by the 
nationalisers. A main difference of ap- 
proach is that, whereas the objective of the 
Transport Bill is to achieve unification by 
organising the whole of transport as a 
single undertaking, the railways and road 
haulers scheme is mainly based on the eli- 
mination of competition through agreed 
statutory rates. Each section would con- 
tinue under independent ownership, and its 
operation, functionally and financially, 
would remain unaltered. Under the Trans- 
port Bill, on the other hand, the Com- 
mission is the co-ordinating body, and the 
operating executives are subordinate to it. 
In Clause 3 can be found the key to the 
Government scheme of unification. The 
alternative proposal of the road-rail in- 
terests would lead to a private monopoly, 
as Mr, Douglas Jay rightly argues, but to 
his argument I would add another. Once 
statutory rates are enforceable, the small 
man can no longer compete with the large 
operator by undercutting him. Once statu- 
tory rates are fixed, he is at a disadvan- 
tage: the small-sized operations make it 
far more difficult to offer the same service 
as the larger operators, and he is less fav- 
ourably placed as to obtaining return loads, 
etc. Combined with the licensing system, 
which restricts the number of vehicles oper- 
ating, it would then pay the larger to 
absorb the smaller operator. The small 
man would have been more completely 
eliminated than he will be under the 
Government scheme, which enables him to 
Operate within a certain radius, and farther 
afield under a special permit. 

Elimination of competition does not 
achieve that co-ordination of all transport 
forms necessary to ensure their most 
efficient and economic combined use. The 
railways have failed to adjust their methods 
of operation to road motor traction. The 
present system of goods collection at local 
Stations, and the system of feeder trains, 
marshalling yards, etc., involves a great 


deal of unnecessary shunting which wastes 
labour and engine power. For instance, 
the 1938 official figures show that the net 
ton-miles haul, including shunting, was less 
than half what it could have been if shunt- 
ing were eliminated. It could be about 
doubled if the proper use were made of 
motor vehicles to collect and deliver the 
goods to railheads instead of to wayside 
stations. Because of the separate owner- 
ship of road and rail transport, this long 
overdue reorganisation has not taken place. 
Unification of ownership is essential to such 


co-ordination; agreed charges and the 
elimination of competition would not 
achieve this—they are insufficient. Fur- 


ther, the organisation of the road haulage 
business into innumerable small units, 
which Mr. Dutfield and Sir Charles New- 
ton defend, works against such co-ordina- 
tion. 

Finally, these representatives of the road 
and rail conference defend their scheme be- 
cause, inter alia, it preserves the freedom of 
traders’ choice, and because it leaves the 
trader free to carry his own goods. There 
is nothing in the Government Transport 
Bill which restricts the freedom of choice 
of the trader, nothing to prevent his choos- 
ing road, rail, or canal as the most suit- 
able transport for his goods. The only 
restriction is that he cannot transport his 
own goods in his own vehicles over 40 
miles unless he can prove that it is ad- 
vantageous to his business. So long as 
there is reasonable interpretation of this 
qualification, traders are unlikely to find 
they suffer any inconvenience. On the con- 
trary, the advantages of unification and 
co-ordination are bound ultimately to ac- 
crue to their benefit. 

Yours, etc., 
ERNEST DAVIES 

House of Commons, January 3 


RESTRICTING PERSONAL SERVICE 

Mr. Ernest Davies is less than fair to the 
recent road-rail proposals when he com- 
pares them unfavourably with the Govern- 
ment’s plan, on the ground that they 
merely advocate agreement by way of 
statutory rates; and proceeds to adumbrate 
his own ideas on the organisation of inland 
transport by way of concentration of rail 
services at railheads with redistribution by 
motor transport. If he had takén the 


trouble to study the recent road-rail pro- 
posals he would know that such joint work- 
ing was as much a main feature as the 
rates agreements on which he lays such 
stress. 

Mr. Davies’s remarks upon the small 
hauler would appear to be somewhat illogi- 
cal. After declaring that under the road- 
rail proposals the small hauler would be 
eliminated through his inability to cut rates. 
he further states that “the organisation of 
the road haulage business into innumerable 
small units works against . . . co-ordina- 
tion.” His assumption that small haulers 
can cut rates is typical of the theorist who 
dabbles in transport matters. A most care- 
ful investigation of costs shows no advan- 
tage in favour of the small hauler as against 
the large. Rate-cutting, therefore, can only 
result in the small hauler’s bankruptcy, and 
in depressing rates below an economic 
level, both by road and rail. That the pro- 
posals contained ample safeguards against 
monopoly exploitation is proved by the 
unanimous support of them by trade and 
industry. On the other hand, at level rates 
there will always be a place in transport for 
the small hauler by reason of the personal 
service which he is able to give his cus- 
tomers. The same can scarcely be said for 
the small hauler if the Transport Bill be- 
comes law. He will be restricted to 25 
miles and will have to meet the competition 
of the Government monopoly, which not 
only will have no restriction on its own 
radius of operation, but will also be the 
body from which the hauler will have to 
seek a permit to exceed 25 miles. 

The final suggestion of Mr. Davies that 
the trader would be given freedom by the 
Government to operate his own vehicles 
sounds unexceptionable until one remem- 
bers the Minister’s warning that such free- 
dom must not “sabotage” the National 
Transport Board. Many interpretations 
could be put upon the word “ sabotage,” 
but one thing is certain, that every ounce 
of traffic taken from the State monopoly 
will mean loss of revenue to it, and that 
every application to carry traffic in vehicles 
other than those belonging to the mono- 
poly will consequently be frowned upon 
as undesirable, or, indeed, classed as sabot- 
age. 

Yours faithfully, 


A. E. SEWELL, 
Chairman, Rail Side, 
ROGER W. SEWILL, 
Chairman, Road Side, Road & 
Rail Central Conference 
January 7 
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Notes and News 


L.M.S.R. Annuai General Meeting.—The 
L.M.S.R. announces that it is proposed to 
hold the annual general meeting of the 
company at 11.30 a.m. on Friday, Febru- 
ary 28. 


London Midland & Scottish Railway 
Company.—A balance of the L.M.S.R. 4 
per cent. guaranteed, 4 ner cent. preference 
(1923), and ordinary stocks will be struck 
at the close of business on January 22. 


Technical Representative Required.—A 
technical representative. age not to exceed 
40, is required by British Belting & 
Asbestos Limited, Scandinavia Mills, 
Cleckheaton, Yorkshire. See Official 
Notices on page 87. 

Charles Roberts & Co. Ltd.—The com- 
pany announces that an interim dividend 
of 74 per cent. will be paid on the ordi- 
nary stock on account of the year ending 
March 31, 1947. A similar dividend was 
paid on this stock in the preceding year. 

Draughtsman Required.—A _ draughts- 
man, under 30 years of age, is required 
by a firm of manufacturers in the Mid- 
lands. Candidates must have practical 
knowledge of design and details of rail- 
way permanent way equipment, mainly 
switches, crossings, and layouts. See 
Official Notices on page 87. 

District Locomotive Superintendent Re- 
quired. istri i i 
dent, between 25 and 35 years of age. is 
required by the Sudan Railways for service 
in the Sudan. Candidates must be fully 
qualified locomotive engineers, both in 
theory and practice, should have gradu- 
ated in mechanical engineering from a 
university and/or should be chartered en- 
gineers. See Official Notices on page 87. 

Cancellation of Special Trains.—The 
Minister of Transport announces that 
Owing to the necessity for clearing the rail- 

ways as much as possible for the move- 
ment of urgently needed coal supplies to 
the power stations and factories, special 
trains for sporting events or organised 
parties have been cancelled from Mon- 
day, January 13, until further notice. The 





G.W.R. 
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need for this step is regretted, and the 
situation will be kept constantly under re- 
view, so that railway facilities for these 
purposes may be restored as soon as con- 
ditions permit. 

Assistant Traffic Manager Required.— 
An assistant traffic manager (operating), 
age between 30 and 40 years, with loco- 
motive running experience, is required by 
a South Wales steel works. See Official 
Notices on page 87. 

Public Transport Association.—The 1947 
conference of the Public Transport Asso- 
ciation is to be held at Eastbourne on 
May 6 to 8. The conference headquarters 
will be at the Grand Hotel. Those wish- 
ing to attend the conference should notify 
the Secretary, Mr. Eric D. Croft, Bretten- 
ham House, Lancaster Place, W.C.2, not 
later than January 31. 

Midland Bank Limited.—The directors 
report that the net profit for 1946 was 
£1,987,148, as compared with £2,056,274 
in 1945, and that the addition of £751,998 
brought in from the previous year gives 
a total of £2,739,146. An interim dividend 
of 8 per cent., less income tax, for the 
half-year ended June 30, 1946, took 
£666,979, and appropriations have been 
made of £230.000 to bank premises 
account and £400,000 to reserve for future 
contingencies, leaving £1,442,167, out of 
which the directors recommend a dividend 

payable on February 1 of 8 per cent., less 
tax, for the half-year ended December 31. 
1946. The balance to be carried forward 
is £775,188. 

Reduction in L.M.S.R. Holyhead-Kings- 
town Sailings—The L.M.S.R. announces 
that in order to effect economy in coal 
consumption, the Holyhead to Kingstown 
steamship service will be reduced to one 
sailing daily in each direction from Janu- 
ary 20 to March 29 inclusive. During that 
period the sailings will be as follow: 3.45 
a.m. depart Holyhead; 8.30 p.m. depart 
Kingstown. As a result of this reduction, 
the following passenger trains also will be 
temporarily suspended: 8.15 a.m. Euston 
to Holyhead; 1.35 p.m. Holyhead to 
Euston. In order to maintain the morn- 
ing service from London to the North 


Stand at Welsh Industries Fair 





Exhibits typifying railway service shown at the G.W.R. stand at the 
Welsh Industries Fair at the Royal Horticultural Hall, London, from 


January 


1 to 7 last 
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Wales coast stations, however, a new train 
will be run from Crewe to Bangor at 
11.55 a.m., forming part of the existing 
12.20 p.m. Chester to Bangor. Passengers 
from London for North Wales should 
travel by the 8.30 a.m. Euston to L iver- 
pool, changing at Crewe into the new 
11.55 a.m. to Bangor. 


Road Accidents in November, 1946,— 
The return issued by the Ministry of 
Transport of the number of persons re- 
ported to have died, or to have been in- 








British and Irish Railway 
Stocks and Shares 
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County Borough of Southend-on-Sea 





New ROLLING STOCK—PIER ELECTRIC RAILWAY 


ENDERS are invited for the supply of new 
T Electrically-Operated Rolling Stock, composed ot 
4 Seven-Coach Train-sets complete, suitable tor use 
on Southend Pier Electric Railway, which operates 
from a 55 C. Traction Supply. : : 

Copies of the General Conditions, Specification 
and Form of Tender may be obtained on applica- 
tion to the Piermaster & Foreshore Manager, Pier 
Hill Buildings, Southend-on-Sea, accompanied by a 
fee of 2 guineas, which will be refunded on receipt 
of a bona fide Tender (not subsequently withdrawn) 
and the return of all documents supplied. 

Tenders, which must be enclosed in a plain sealed 
envelope. not bearing any name or mark indicating 
the sender, and endorsed ** Tender for Rolling Stock: 
Southend Pier Electric Railway,” must be delivered 
to me before 10 a.m. on March 13, 1947. 

The Corporation do not bind themselves to accept 
the lowest or any Tender. : 

ARCHIBALD GLEN, 
Town Clerk 
Municipal Offices, 
“ Clarence Road, 
Southend-on-Sea 
January 15, 1947. 


HE “ PAGET ’’ LOCOMOTIVE. Hitherto unpub- 
T lished details of Sir Cecil Paget’s heroic experi- 
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OFFICIAL NOTICES 


R FQUIRED by large South Wales Iron and Steel- 

works, Assistant Traffic Manager (Operating) 
with Loco. Running experience. Experience of Con- 
trol Methods an advantage. Age 30-40. State age, 
experience, salary required, and when available.— 
Box 53, The Railway Gazette, 33, Tothill Street, 
Westminster, London, S.W.1. 


D RAUGHTSMAN, a really good man, under 30, 
with sound practical knowledge of design and 
details of Railway Permanent Way equipment, mainly 


Switches, Crossings, and Layouts. Required by 
Midlands Manufacturers. Good opportunity for 
right man. State full details of training and experi- 
ence, and salary required—Box No. 51, c/o The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 


'T ECHNICAL REPRESENTATIVE required to call 

on Railway Interests in the United Kingdom. 
Age not to exceed 40. Applicants must have good 
personality and have confidence when meeting high 
executives. Knowledge of Railway Engineering essen- 
tial and of languages desirable. Applications giving 
details of qualifications, experience, and salary re- 
quired to: PERSONNEL DEPARTMENT, BRITISH BELTING 
& AsBestos LIMITED, Scandinavia Mills, Cleckheaton, 
Yorkshire. 


THE RAILWAY SYSTEM OF JAMAICA. A 
general description of the system and its traffics, 


Sudan Government 


SUDAN RAILWAYS require a District. Locomotive 

Superintendent for service in the Sudan. Duties 
include administration of loco. running sheds, main- 
tenance of locomotives and rolling stock, and general 
mechanical engineering. Candidates must be fully 
qualified locomotive engineers, both in theory and 
Practice, should have graduated in mechanical engi- 
neering from a University and/or should be chartered 


engineers. They should also have served a full 
pupilage or apprenticeship on a railway or with 
locomotive builders, and should have occupied a 


Position of responsibility for not less than one year. 
Age limits 25-35. 

Appointment on two years’ probation with a view 
to permanent pensionable service or to Provident 
Fund Contract, with a minimum security for seven 
years, after probation. The salary scale under pen- 
sion conditions is: £E.480-540-600-660-720-780-852- 
936, increments being biennial, except the last, which 
is after three years at £2.852. On Provident Fund 
terms salaries are about 174 per cent. higher. (£E.1 
£1 Os. 6d.). Starting rates are according to age, 
qualification and experience. 

Outfit allowance of £E.60 is payable, provided 
salary does not exceed £E.600 on Probationary Con- 
tract and £E.700 on Provident Fund Contract. 

Cost-of-living allowance at the rate of 35 per 
cent. of pay, subject to a maximum of £E.15 pay- 
able on all salaries up to £E.1,200 per annum. 

At present there is no Income Tax in the Sudan. 








ment Eight single-acting cylinders with rotary with an account of economic problems; the motive Strict medical examination. Free passage on 
valves An application of the principles of the power used; and some features of operation. By appointment. ; 
Willans central-valve engine to the steam locomotive. A ox, B.Sc., M.Inst.C.E., General Manager, Application forms are obtainable from the Sudan 
By James Clayton, M.B.E., M.1.Mech.E. Reprinted Jamaica Government Railway. Reprinted from The Agent in London, Wellington House, Buckingham 
from The Railway Gazette, November 2, 1945. Railway Gazette, January 5 and 12, 1945. Price 1s. Gate, London, S.W.1, marking envelopes * District 
Price 2s. Post free 2s. 3d. Post free 1s. 2d. Loco. Superintendent. 
‘ 

jured, as a result of road accidents in turntable situated at Bransty Station, tory-coaches, with comfortable beds (not 
Great Britain during the month of Novem- Whitehaven; tiered bunks). The third coach will have 


ber last shows 531 deaths (compared with 
481 in November, 1945), 3,357 seriously 
injured (compared with 3,027 in Novem- 
ber, 1945), and 11,139 slightly injured 
(compared with 9,010). 


Liverpool Overhead Traffics—Receipts 
of the Liverpool Overhead Railway for 
the week ended December 29, 1946, were 
£2,043, a decrease of £5. Aggregate traffics 
for the 52 weeks to December 29 were 
£153,406, comparing with £168,020 for 
the period January | to December 30, 
1945. 


Milan-Rome Electric Service.—Restora- 
tion of the overhead conductors on the 
24-mile section between Arezzo and San 
Giovanni Valdarno on December 24, 
1946. has permitted the resumption of 
electric working throughout between 
Milan and Rome. A new train has been 
introduced in each direction, running from 
Milan to Rome in 11 hr. 25 min., and 
from Rome to Milan in 11 hr. These 
timings compare with 11 hr. 55 min. by 
the fast trains running hitherto, which 
were diesel hauled between Rome and 
Florence (see our August 23, 1946, issue). 


Merger of Diesel Firms.—A merger has 
been completed between Marshall, Sons & 
Co. Ltd., of Gainsborough, and John 
Fowler & Co. Ltd. (Leeds). The firms, 
both nearly 100 years old, are to pool 
manufacturing, design, and selling organi- 
sations, and will continue to produce 
diesel engines and locomotives, tractors, 
threshing machinery, tea preparing machi- 


nery, road rollers, and wire drawing 
machinery. Mr. C. W. Hayward and 
Captain E. N. Griffith, Chairman and 
Deputy-Chairman respectively of the 


Fowler company. will join the board of 
the Marshall company, and certain Mar- 
shall directors will join the Board of John 
Fowler & Co. Ltd. (Leeds). 


L.M.S.R. Contracts—The L.M.S.R. 
announce that contracts for engineering 
work have been placed with the follow- 
ing firms:— 

Wellerman Bros. Ltd., Sheffield, for 
the foundation for a new 60-ft. dia. 


L. Fairclough Limited, of Adlington, 
Lances.. for excavations, etc., at Coleham 
motive power depot, Shrewsbury, in con- 
nection with refuelling facilities for oil- 
burning locomotives, and in connection 
with a new 70-ft. dia. turntable; 

I. Jackson & Sons Ltd., Lancaster, for 
repairs to slipway and traverser carri- 
ages, Fleetwood Harbour; 

Dowsett Engineering Construction 
Limited, Tallington, near Stamford, 
Lincs., for provision of venturi meter 
and gauging station on the Shropshire 
Union Canal at Llantisilio, North Wales. 


Cost-of-Living Index.— At November 30 
last, the official cost-of-living index figure 
was 104 points above the level of July, 
1914, compared with 103 points at Novem- 
ber 1. At December 1, 1938, the cost-of- 
living index was 56 points above July, 
1914. 


Channel Islands Airways’ Traffic.— 
During the year from January | to Decem- 
ber 31, 1946, a total of 74,646 passengers, 
883,232 lb. of cargo, and 546,837 lb. of 
Post Office mail were carried by Channel 
Islands Airways. Over 1,500,000 miles 
were flown in 13,000 flying-hours, and 
12.861 flights were completed. The com- 
pany’s previous record was in 1938, when 
34,962 passengers were carried. From the 
inauguration of air services to the Channel 
Islands on December 18, 1933, to Decem- 
ber 31, 1946, a total of 272,853 passengers 
was carried, and but for the suspension of 
services during the years of occupation, it 
is quite possible that the 500,000 mark 
would have been reached, if not exceeded. 


L.M.S.R. Living-Trains for London 
Railway Workers.—To relieve the difficulty 
of obtaining houses or lodgings for rail- 
way workers, the L.M.S.R. is converting a 
fleet of pre-war caravan camping coaches 
into living-trains for permanent-way staff. 
Conversion is in progress at Wolverton 
Carriage Works, and when completed in a 
few weeks’ time will provide eight living- 
trains. They will be stabled at sidings in 
Outer London and the Home Counties. 
Each will accommodate 20 men, and con- 
sist of three coaches: two will be dormi- 


a self-contained kitchen and two living- 
rooms. A cook-attendant will “ house- 
keep ” for each train. 


William Asquith Limited—The ,eport 
of the directors of William Asquith 
Limited for the year ended August 15, 
1946, shows a balance of profit available 
after making provision for taxation, de- 
preciation, and directors’ fees, of £20,428, 
a decrease of £7,930. After payment of a’ 
dividend on the 8 per cent. cumulative 
participating preference shares, and a pro- 
posed dividend of 10 per cent. on the ordi- 
nary shares, the balance to be carried for- 
ward to next year of £12,697 compares 
with £3,792 brought in. Current assets 
stand at £423,910, as against £338,844 on 
August 15, 1945. 


B.E.A. and Schoolboys’ Own Exhibition. 
—At the Schoolboys’ Own Exhibition 
in London the British Engineers’ Associa- 
tion has’ a comprehensive information 
stand, at which a “ Chart of Opportunity ” 
is provided, showing the entry age and 
possible stages of progress for “ trade ap- 
prentices,” “student apprentices,’ and 
“ graduate apprentices.” A large number 
of engineering manufacturers’ training- 
scheme brochures is available, and a post- 
card inquiry form enables contact to be 
made with an engineering works which 
may most nearly accord with a youth’s 
requirements as to training, location, and 
nature of course. 


Forthcoming Meetings 


January 20 (Mon.).—The Institute of 
Transport (Metropolitan Graduate & 
Student Society), at the Institution of 


Electrical Engineers, Savoy Place, 
Victoria Embankment, W.C.2. §.30 
p.m. “ Planning and its Relation to 


Transport,” by Mr. J. 
Payne (Graduate) 

January 22 (Wed.).—The Royal Society of 
Arts, John Adam Street, Adelphi, 
London, W.C.2. 5 p.m. “ Gas Tur- 
bines,” by Sir Claude Gibb, C.B.E., 
and Dr. A. T. Bowden, of Messrs. 
C. A. Parsons & Co. Ltd. 


H. Custins 
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There has been considerable activity in 
stock markets despite labour troubles and 
the fuel situation. After their recent 
further upward movement, British Funds 
were inclined to ease, the impression being 
that the bulk of reinvestment of Local 
Loans repayment money has been com- 
pleted. A feature has been a further strong 
advance in Cable & Wireless stock on ex- 
pectations that arbitration will result in a 
compensation for the operating company 


which will justify a higher level than 
150 for the holding company’s ordin- 
ary stock. There was also. selective 
buying of colliery shares, Staveley, 


Stanton, Carlton Main and Powell Duffryn 
all improving. 

Iron and steels remained firm, despite 
the threat of nationalisation “ before the 
next Election,” the general belief continu- 
ing that the industry can look for a “ re- 
prieve” of at least two years. In fact, a 
number of good features developed, par- 
ticularly Stewarts and Lloyds, which re- 
sponded to the big demand for steel pipes 
indicated by Middle East oil pipeline pro- 
jects. Beyer Peacock changed hands 
around 25s. 9d., North British Locomo- 
tive up to 29s. 7$d., and Vulcan Foundry 
at 33s. 6d. Firth Brown rallied further, 
and the new 4 per cent. preference shares 
of Firth Brown Tools were 9d. premium 
over the issue price of 2ls. 

The compensation clauses of the Elec- 
tricity Bill have come as a shock to the 
City. There had been hopes that, in view 
of the widespread criticism of the Trans- 
port Bill, compensation for electricity 
supply shareholders would not be based 
on market values of shares, but on net 
maintainable revenue as decided by an in- 


dependent tribunal. In fact all the 
Traffic Table 
Rai!ways Miles Week 
open ended 

/ yg a eee ote 834 5.1.47 
Are.NE.  . 0 00 ousl | 758 4.1.47 
Bolivar : oe . 174 Dec., 1946 

Brazil ... wen nee iis — = 
B.A. Pacific . van ove] eee 4.1.47 
B.A.G.S. eee ove | 5,080 4.1.47 
B.A. Western... :. ooo) 1,924 4.1.47 
Cent. Argentine 3,700 4.1.47 

Oo. — 

8 Cent. Uruguay 970 4.1.47 
£ | Costa Rica ex | 262 ~~ Aug., 1946 
< | Dorada sis wae see 70 Nov., 1946 
= Entre Rios... me ..| 808 4.1.47 
5 / G.W. of Brazil 1,030 4.1.47 
§ \ Inter. Cel. Amer. 794 Nov., 1946 
UO La Guaira 223 Dec., 1946 
ow , Leopoldina nes 1,918 4.1.47 
= | Mexican eis ava 483 31.5.46 
$ | Midland Uruguay 319 Nov., 1946 
&| Nitrate 382 31,12.46 
N.W. of Uruguay 113. Nov., 1946 
Paraguay Cent. 274 3.1.47 
Peru Corp. 1,059 Dec , 1946 
Salvador 100 = Aug., 1946 

San Paulo 1534 . 
Taltal ... 156 Dec., 1946 
United of Havana 1,301 4.1.47 
\ Uruguay Northern ... 73 Nov., 1946 

ae 
¥ J Canadian National ..- 23,482 | Nov., 1946 
& \ Canadian Pacific | 17,037 7.1.47 
19) 

rsi Light 202 Oct., 1946 
— sd oe oes 204 Sept., 1946 
Egyptian Delta 607 2.1.47 

$]} Manila —_ _— 
2 / Mid. of W. Australia. 277. —s Nov., 1946 
S ) Nigeria 1,900 | Oct., 1946 
> | Rhodesia . ...| 2,445 Sept., 1946 
South African «| 13,323 30.11.46 
Victoria 4,774 June, 1946 
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Railway Stock Market 


criticisms of the Transport Bill, including 
the statement of the Stock Exchange Coun- 
cil as to the unfairness of taking mar- 
ket values as a basis, can be levelled at 
the Electricity Bill. Shareholders will 
suffer a substantial fall in income by the 
transfer into Government Electricity stock, 
which like Transport stock, is generally 
expected to carry interest at 2+ per cent. 
As in the case of the railways, there are 
restrictions on dividend payments prior to 
the transfer of the industry to national- 
isation. 

The Electricity Bill had an adverse in- 
fluence on the home railway market, be- 
cause with the electricity proposals being 
on a similar pattern. it would seem there 
is little prospect of the Government per- 
mitting modification of the railway terms 
before the Transport Bill passes into law. 
As was the case after the railway terms, 
electricity supply shares have lost ground, 
and are below the “take-over” levels. 
Investors generally realise the loss of in- 
come involved by the proposed compen- 
sation and there has been a fair amount 
of selling with a view to reinvesting into 
leading industrial shares and other securi- 
ties offering higher yields than Govern- 
ment stocks. On the other hand, like rail- 
way stocks, electricity supply securities 
have come into institutional demand on 
the ground that, taking more than a short 
view, current market prices can be re- 
garded as representing a er of acquir- 
ing a Government stock at a discount. 

Home railway junior sonia failed to at- 


tract much buying interest despite the 
forthcoming dividends, and prices again 
eased, Great Western being 57}, against 


58 a week ago; Southern preferred receded 
from 76} to 76 and the deferred from 24 
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to 23}. L.N.E.R. second preference was 
29}, compared with 294 a week ago, and 
the first preference eased from 574 to 56}, 
L.M.S.R. preferences also lost ground, the 
senior preference being 824, against 834, 
and the 1923 preference 614, against 62}. 
The “ take-over” price for the senior pre- 
ference is 857%. Where changed, deben- 
ture stocks have also shown fractional de- 
a and are at levels which appear to 
have definite attractions, assuming the pro- 
posed British Transport stock carries in- 
terest at 2} per cent. and is issued at par, 

It can hardly be contended that senti- 
ment in regard to home railway stocks has 
been affected by the further decrease shown 
by the latest traffic returns, because 


home 
railway stocks are dominated by the 
nationalisation compensation terms. It is 
clear that for the first year since its in- 
ception, the fixed rental] agreement will 
show a deficit for the Government; but 
the agreement yielded a big profit to the 


Government during the period of the war, 
because stockholders were allowed to bene- 
fit only to a very moderate extent. 

Argentine rails have eased in the con- 
tinued absence of definite news as to the 
progress of the Buenos Aires talks. Buenos 
— Great Southern receded from 13 to 
12} and the 4 per cent. debentures from 
86} to 863; Central Argentine 4 per cent. 
debentures at 79 and Buenos Ayres & 
Pacific 4 per cent. debentures at 86 were 
also fractionally lower. Elsewhere, Anto- 
fagasta preference further improved to 57, 
and French railway sterling bonds were 
moderately higher. Profit-taking, however, 
brought San Paulo back from 139 to 136. 
Manila Railway preference attracted some 
attention up to 7s. 6d. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week ¥z Aggregate traffics to date Prices 
vu 
ES Totals Shares ¥ ¢ ab 
Inc. or dec. © lncrease or ise 22 | 92 | ge 
Total ; decrease Stock wn | FQ 3 
this year a. $ 1946,7 1945/6 I 3 st 
£ 4 £ £ 
31,170 1,530 | 31,170 29,640 + 1,530 Ord. Stk. 12 83 10 
ps.293,500 ps.20,300 27 ps.8,502,500 ps.8,155,300 ps. 347,200 ” 10 53 163 
4279 — 863 52 51,910 58,425 — 6515 6p.c. Deb. 84 54 6¢ 
Bonds 25 17 26 
ps.1,962,000 | —ps.610,000 27 ps.60,156,0CO0 ps.57,715,000 + ps.2,441,000 | Ord. Stk. 7 5 74 
ps.3,536,000 +ps.127,000 27 ps.90,546,000 _ps.86,802,000 + ps.3,.744,000 | Ord. Stk. 133 104 124 
ps.1,250,000  —ps.132,000 27 ps.33,521,000 ps.31,923,000 + ps. 1,598,000 ” 123 9 16 
ps.3,311,360 +ps. 13,760 27 ps.85,151 757 ps.82,428,550 + ps.2,723,207 ola 2 4 . 
. t 
34,055 — 7,452 27 983,273 1,020,463 — 37,190 Ord. Stk. 74 4 9 
36,220 + 4,160 9 73,313 63,153 10,160 Stk. 164 13 9 
27,600 — 1,354 48 337,575 330,489 + 7,086 | Mt.Deb., 103 102 100} 
ps.427,400 —ps. a: 200 27. »s.11,534,000 _ ps.11,422,200 + ps. 111,800 Ord. Stk. 7} 44 64 
18,600 — 1800, | 18,690 20,400 — ai3701 Ord. Stk. | 30/- | 23/6; 20- 
$833,362 + $197,150 | 48 $9,543,915 $8, ‘te $l 701 —-j\jr- 
4,7 - 650 52 67,508 4,152 | = 5 p.c. Deb. 78 70 65 
73,710 + 15,481 | 36,716 50 765 H ‘Sst Ord. Stk. 44 34 3 
ps. 1,464,000 -+ps.459,100 22 ps. 7,706,200 ps.13,441,600 + ps.5,220,200 Ord. Stk. + | 4 3 
14,510 — 5,278 | 22 94,676 94,801  — 125 — _ = - 
10,958 + 505 52 212,575 191,819 + 20,756 | Ord. Sh. 75/6 67/6 739 
5,098 — 662 22 27,692 29,151 | — 1,459 —_ _ -- - 
G67,856 + G11,368 27 G1,701 ,846 Gi ,646,109 + G55,737 | Pr.Li.Stk. 79% 77 50 
147,153 + 1,946 26 920, 202 4icpea pry Pref. 103 73 8} 
,000 c189, cl, _ _ — - 
cl08,000 + cl4,000 9 c190,0 4 Ord. Stk. ; 603 | 50}, 1354 
3,680 + 480 26 29,410 15,520 + 13,890 Ord. Sh. I7/- | 10/6 18/6 
50,075 5,876 27 1,328,748 1,252,370 ,| + 76,378 Ord. Stk. 3 | iF 
1,386 — 331 | 22 6,596 9,065 | — 2,469 ~~ —j-—|- 
282,000 + 705,500 48 91,193,750 99,564,250 — 8,370,500 _— — ~ 
7208250 109,000 ! 1,008,250 1,117,25¢ | — 109,000 Ord.Stk. 24 143 17} 
17,887 — 2,415 30 162,315 ete z oe Ord. Stk. | 131 123 1124 
90,848 + 17,136 | 52 950,694 920, —_ _ —_ \i- 
417,123 + 26,340 Prf.Sh. | 10 | 8% 6 
24,314 | + _2,892 39 443,463 . "7 Hg heed nH ssi 714 
10,257 _ 6,808 22 79,714 81,902 — ~ 2,188 Inc. Deb. 974 | 85 70 
328,866 | + 30,729 | 30 2,594,380 1,607,174 + 987,206 _ —-_ti- — 
541,147 + 24,052 | 52 6,174,663 6,069,663 | + 105,000 _ — _ 
1,251,934 + 159,203 | 34 39,933,637 35,322,923 | + 4,610,714 - —-i- _ 
1,196,661 — 23,996 — — —_ _ = see —_ = 


+ Receipts are calculated @ Is. 6d. to the rupee 
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